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' the radius, of course, is given. 
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Plan for a Switch. 


BRUNSWICK, Maine, Dec. 15, 1880. 
To. THE EDITOR OF THE RAILROAD GAZETTE : : 

My Dear Sir: In looking over some old drawings lately, I 
came across the inclosed plan for a switch, a model of which 
I made in 1853. Compared with the common switch, the 
heel and toe have, so tospeak changed places, and the point in 
the main track, commonly known as the heel, becomes the 
point where the curve commences, the curve being tangent 
to the main track at this place, thus avoiding the angle be- 
tween the main line and the switch-rail when switched. The 
two pieces of rail, the one straight and the other curved, 
were to be fastened toa heavy plate, the whole turning on 
the twocentres shown in the sketches at the right hand of the 
switch. This switch was intended particularly for quite sharp 
turnout curves. The distance from the toe of the switch to 
the point of the frog is quickly found, being simply the half 
chord, of which the width of gauge is the versed sine, and 
Fig. 1 shows the main line 
open, and fig. 2 shows the turnout open. I have an impres- 
sion that this device was published in a book called ‘* Hand- 
book of Railroad Construction,” in 1857, but, having no 
copy of the work, I am nct sure. 





Gero. L. VosE. 





An Apparition on the Track. 





TO THE EDITOR OF THE RAILROAD GAZETTE : 
I am a locomotive engineer, at present running engine No. 


a well-kpown fact that conviviality has an effect upon 
the organs of vision. Cases have been known of per- 
sons in whom color-blindness succeeds festivity, seeing 
double, refracted vision, hallucination, asof stars, are 
all well recognized phenomena which succeed excessive 
exhileration. However, it would be unfair to treat 
our correspondent’s letter with levity alone, as itseems 
to be written in good faith. Occurrences such as he 
recites, though, require the most indubitable evidence 


such cases to be mistaken. 
case, the matter was the subject of an official investi- 
gation, a report of the evidence submitted might have 
very great scientific interest.—EDITOR oF THE RaIL- 
ROAD GAZETTE. | : 








Calculating Quantities in Earthwork. 
To THE EDITOR OF THE RAILROAD GAZETTE: 


to be credited, owing to the liability of observers in 
If, as apparently was the | 


tire labor of earthwork estimates of every form and kind 
is practically done away with, while, at the same time, a 
very substantial increase in practical accuracy is secured. 

I dislike to seem to puff my own method, and will there- 
fore say at once that I have no interest in the sale of the 
work beyond the usual author’s copyright. But [ regard it 
as a duty to preach the gospel of common sense in earth- 
work computation when the eccasion seems to demand it, as 
I have done in your columns and elsewhere, and the very 
rapid exhaustion of the first edition of these diagrams 
within the past few months has convinced me that eagineers 
are at last very generally waking up to the fact that there 
| is such a method, and that they are a little behind the age if 
| they do not use it. No method by tables or otherwise doe or 
| ever can by possibility take its place, or serve to any appre- 
| ciable extent as an equivalent, and hence the only matter of 

surprise is that it should have taken engineers as long as it 

has to find this out. It can only be the reluctance of the 
great buik of mankind to get out of old ruts and take hold of 
| a new thing. 





Perhaps your correspondents, S. E. Reaugh and “J. T. There is an old story of a darkey of the old régime who 
D.,” will be interested in seeing one more method of com- | Was found in a pouring rain with his head all exposed and 
puting earthwork—known as the method by diagrams, of the | his hat carefully stored under his coat, and who remarked 
subscriber—which must be wholly new to them, or neither | When expostulated with that “ de ole head is massa’s, but de 
of them would have gravely proposed, the methods which | bat belongs to dis nigger.” Possibly thcre are still a few 


they do in your columns. 
Here is Mr. Reaugh’s bypothetical soiid : 


Road-bed, 12 ft.; slopes, 1¢ to 1. 








Distance 
Station. || Cross Section. between 
| slope stakes. 
Ea Pete: 3 
| + 3.0 | +8.0 
64 | 4.2 a 17.5 
U5 10.0 
| + 10.0 + 21.6 
+70 —-—-————-._ + 18.4 —— -—--- 27.8 
11.0 16.8 





167 on a passenger train on the Chicago, Rock Island & 


engineers who, on the same principle, look upon their time 
and their pencils as belonging to the company and no con- 
cern of theirs, but their brains as belonging to ‘dis nigger,” 
and to be carefully economized. And indeed anyone must 
have need to who will of malice or forethought figure out 


|earthwork numerically after he has Jearned that it can be 


avoided. A. M. WELLINGTON. 








Corrections of Record of New Railroad 
tion in 1879, : 


We have been accustomed at some time in the first baif 
of the year to supplement our annual record of the railroad 
construction, which we published in January, by a list of 
additions and corrections. We did not do this in 1880, and 
we present now the corrections, in accordance with which 


Construc* 
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Pacific Railroad, between Davenport and Brooklyn, in Iowa. 
I am in search of information, but as Iam not much at let- 
ter-writing, I fear I may not be able to make myself under- 
stood, but will try. 


At 12.30 on the night of Dec. 28, of last year, when the 
thermometer was 25 degrees below zero, and the wind was 
blowing from the northwest, Isaw, on a straight piece of 
track five miles in length, a head-light coming in the op- 
posite direction. Atfirstit did not appear bright or definite 
in shape. I of course shut off steam and ran slow, and then 
called my fireman’s attention to what I supposed was an 
approaching train. The head-light by this 
was quite distinct, and apparently not more 
than a mile from us. I _ then stopped and 
made up my mind tbat if the approaching train 
did not back out of my way I would let whoever was to 
blame settle with the Superintendent for a violation of time- 
card rules. I put the reverse lever back in the “corner,” 
but on came the head-light, quivering just as any head-light 
does when on an engine that is in motion. I waited until 
the reflection shone on the track in front of my engine, and 
then ran back a mile and a half toa station and asked the train 
dispatcher what train that was between Marengo and La- 
dora onmy time and rights, of which I had no warning or or- 
ders against. Imagine my surprise when informed that there 
was no train between me and Brooklyn (four stations ahead). 
I did not know at this time that any one except my fireman 
and I had seen the head-light, and when the train dispatcher 
said there was no train between me and Brooklyn 
a gentleman who was 4 passenger on my train said, ‘‘1 am 
accustomed to look at head-lights, and will swear that was a 
head-light you stopped for.” So will I, Mr. Editor, but I 
now believe that it was my own ; but how I was enabled to 
do it is just what I would like to know. 

Let me state further that while I was standing still the 
baggagze-man opened his car door, saw what wasthe trouble 
and told the night mail agent of it. The brakeman and con- 
ductor got down on the ground and saw the head-light, mak- 
ing in all seven persons. 


Last Sunday was the first opportunity that offered itself 
for me tomake my statement to our General Superinten- 
dent, Mr. A. Kimball, and account to him for the 25 min- 
utes time that I lost. He made the remark: ‘I have never 
heard of anything like that before and cannot explain to 
you, but I suppose some of the scientific papers could.” 

The weather was not foggy nor starlight; the clouds 
seemed to be heavy laden and would like to storm, but could 
not. A. B. C. 


| We can give no explanation of this occurrence, ex- 
cepting that it occurred soon after Christmas, and it is 


time | 








PLAN FOR A SWITCH. 


| clude this very peculiar road-bed, although one is easily con- | 

| structed for any road-bed, by the directions given, in half 
a day or more. We will therefore compute the solid from 
the ‘‘ Diagram of Triangular Prisms,” which is applicable to 
all road-beds and ail solids, regular or irregular. 

| How does the following strike your correspondents as an 
alternative to their methods? It is given precisely as first 
read off on inspection without the alteration of a single 


figure : 
Entering the dia- We read off on inspec- 
gram with...... 4.2 and 17.5] tion, for50 ft., solid cu. 
do. ee, ee | ee a ere 69 
x Yr prone 61 
Te Oe a eee Pere 130 
Entering*the dia- We read off on inspec 
gram with...... 18.4 and 27.8 FR Tee 73 
do, BOs covese 6.0 “ 31.6] de, MOSS Ss a6 encase 176 


SORE Per Mae Be iain S55 Os ons Zaseesevace = 


Total ‘*end-area’’ solidity of the entire solid, if 100 ft. 
ee ee aa a eee 479 
oe Ul ge ea rae TOXOT= 545.3 


Quantities made up in this way will do very well for tem- 
porary purposes, monthly estimates, etc.; but when leisure 
serves we run through the whole notes, and on such com- | 
paratively few solids (like the above) as require it, determine | 
corrections like the following, to be subtracted in gross from 

| the total *‘end-area ” quantities on a section or division: 


| Entering the “diagram of| We read off on inspection 46 
ley peseey correction *’ withthe | cu. yds. | 
difference between centre- 
heights, | 
or (18.4—4,2)=14.2 and the} 

difference in total width or | 

(27,8—17.5)=1v.3. | 


Which is the difference between the “end-area” volume 
and the true solidity for the solid if it were 100 feet long. 
The solid being but 70 ft. long, we have: 

46X0.7 = 32.2 eu. yds. | 
End-area volume above...............cc cece cece ees Ms’ || 
| 








an a sirsici Seatnd?” 55 suntaasave uke Sindee 513. 1 cu. yds, | 
As computed by 8. E. R. and “J. T. D.,"’ witha little 
OE GIO oe «5.08055 de Bae. eeuwescdosves 513.2 cu.. yds. | 


Do not your correspondents think that this method— 
which is but a fair sample of the accuracy which can be 
habitually obtained—is a ‘ittle ahead.of their present ideas / 
They will observe that had the solid been 100 ft. long there 
would not have been a single multiplication or division of | 
any nature or kind whatsoever. They will also observe 
that bad they given an example of a usual road-bed, the 
labor (if it can be called such) would have been bat half as 
great, for each section would have been taken off at one in- | 
spection instead of two. They will also, I trust, believe my 
statement that any intelligent rodman cau learn in an hour 
or two to take off quantities as fastas another man can call 
off from the notes and set down the readings. Thus the en- 

















we change the totals in tbe different states and in the coun- 
try in the tables which we give with our record for 188U: 

Pontiae Branch.—Completed in December from the New 
York, Providence & Boston, at Auburn, R. I. (65 miles trom 
Providence), westward 4.69 miles to Pontiac, where it met the 

"uwturet Valley road, which, for some years iu operation for 
tnree miles from Hope to River Point, in 1879 was extended 
eastward 2.67 miles to Pontiac. Since 1879, the two have 
been operated together by the New York, Providence & Bos- 
ton as its Puwturet Valley Branch 10!4 miles long, from 
Auburn to Hope. 

Bangor & Portland.—Completed Jan. 1, from the 
Delaware, Lackawanna & Western at Portiand, Pa., 8 miles 
to Bangor, where are the largest slate quarries in the country. 
During 1880 it was graded for a further extension of seven 
miles to Penargyl, where there are more slate quarries. 

Dayton, Covington & Toledo.—The length of this line, 
completed the end of 1879, was 2514 miles, instead of 35, as 
we reported, bringing it to Covington instead of Versailles. 
Gauge, 3 ft. 

Detroit, Lansing & Northern.—The Stanton Branch was 
extended from Blanchard, the 1878 terminus, north and 
west 11 miles to Mecosta. 

Flint & Peye Marquette.—The Saginaw & Clare County 
Branch was extended northward 30 miles, making it 8.91 
miles long from the junction with the main line. 

Chicago, Burlington & Quincy.—During this year the 
company completed a line 6); miles long from Rock Island. 
Ill, eastward to Port Byron Junction, giving it an inde- 
pendent entrance from its St. Louis & Rock Island Division 
into Rock Island, where formerly it had used the track: of 
the Chicago, Rock Island & Pacific Railroad, 

Iilinois Central.—A branch of the Kankakee & South- 
western had the track laid on it from Kempton Junction 


| (25 miles from the junction with the. Chicago Division at 


Otto) west 12 miles. 

Chicago & Northwestern.—The Appleton Water Power 
Ertension, 33¢ miles, was completed in 1879. 

Chicago, Milwaukee d& St. Poul.—The Iowa & Dakota 
Division was cowpleted from Marion Junction west 44 
mol to Bridgewater, more than was included ia our 
report. 

Wabash, St. Louis & Pacific.—The Clarinda Branch of 
the St. Louis and Omaha line was completed in 1879 from 
Roseberry, Mo. (80 miles southwest of Council Bluffs), north 
2114 miles to Clarinda, Iowa, nearly by the side of a branch of 
the Chicago, Burlington & Quincy. Ten miles of it are in 
Missouri. 

Chicago, Burlington & Quincy.—The following correc- 
tions of the lengths of the numerous branches of this rcad 
built in Iawa in 1579 are submitted: 

Our 
report. Actual. 
Miles, = rs 


Des Moines & Knoxville, Knoxville to Des Moines. 36: 858 
Chariton to Indianola, extension to Indianola... 13 16 1,584 
ON ARR tier eli tegagietgne teem 35 464936 «62,838 
Creston & Northern, exte»sion to Fontanelle,... 944 7: 1,584 
Clarinda to Buriington Junction (10 milesin Mo.) 21 20 4,118 
Red Oak & Atlantic (Red Oak north)..... ...... — IW 3,400 

TOG, 5.006 vixcmnep ce babes Liar aeb aves as 114% 130 _ 2,042 


That is, the company built 16 miles more than reported, 
consisting chiefly in the omitted Red Oak & Atlantic road, 
and all the increase is in Iowa. 

Atchison, Topeka & Santa Fe.—The Cowley, Sumner & 
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Fort Smith road was completed 13 miles further than was | Tonawanda Valley.—Completed from a junction with the | Pennsylvania Railroad in Maryland, which is the Pennsy1- 


reported, to the Indian Territory line at Arkansas City, | 
near the Arkansas River, making that road 51 miles long 
from Wichita, and in connection with the Wichita & South-| 
western, making a branch of the main line 78 miles long | 
from Newton down the Arkansas Valley, south by east. 

Atchison, Topeka d& Santa Fe.—The length of track laid 
by this company up the Arkansas from Pueblo, on the line 
which was turned over to the Denver & Rio Grande and is 
now its Leadville line, was 54 miles, which is 47 more than 
we reported. 

Atchison, Topeka d& Santa Fe:—The main line in New 
Mexico was completed 414 miles further than we reported, 
to a point 591 miles below Los Vegas. 

Utah & Northern.—The end of the track was at the Mon- 
tana line, and 28414 miles from Ogden, at the end of 1879, 
as reported by the Union Pacific this year, which is 254 
miles /ess than we reported on the authority of the contrac- 
tor, who, however, had not at that time positive informa- 
tion that the track was laid so far, but supposed that it must 


The Whitman & Weston Railroad, now the Blue Mountain 
Extension of the Walla Walla & Columbia River, is 14 miles 
long instead of 20, from the last-named road at Whitman, five 
miles east of Walla Walla, south to Blue Mountain; three 
miles are in Washington and 11 in Oregon. 

South Pacific Coast.—This road was extended 1214 miles 
in 1879 towards Santa Cruz, and was the only new road 
built in California that year. Gauge, 3 ft. 


The additions and deductions for the several States are: 


Additions. Deductions. 

Dhode lee... ......... TID oo 0 so'ssseeeans See 
Pennsylvania........ ...... I ogc ecce scans a AS 5% 
Ss cue uni a pasceyeane 14 'Montansa............. elas OD 
Re oon 0s 5) Gagan om . 18% Oregon.... a 6 
i. SAR Dee 3} —_— 
PIO Ce ere: | | Total..... 4144 
BES wien ti oe shoe nen waren 27 
RS EASA nee 10 
BS. dca vdenae ieras dade le 
IID, 5 6.0 cnuvneas sess . 47 
OW MORIOO. . 056555000 4% 
BOY ves. co.cc ctvassoes 1240 

Total additions.......... 18014) 

Yotal deductions..... .... 41%) 

Balance, add... :... .... 139%4| 


These constructions make the total mileage completed in 
the United States in 1879 4,570 miles, of which 895 miles 


Record of New Railroad Construction in the 
United States in 1880. 


We give below our usual yearly record of the new railroad 
on which track was laid in the United States in 1880, the 
information of which has been collected with very great 
labor and care, chiefly by personal inquiry and correspond- 
ence, so that we believe it to be very nearly complete and 
accurate. If readers detect any errors, we will thank them 
to inform us. The effort is to count all new railroad (not 
second track or sidings), on which track was laid during the 
year, and only that, 











MAINE. 

Old Orchard Beach.—Completed from the Boston & Maine 
road, at. Old Orchard Beach, Me., along the beach for 2 
niiles to the mouth of the Saco River. Gauge 3 ft. 

VERMONT. 

Brattleboro & Whitehall.—Completed trom a junction 
with the New London Northern at Brattleboro, Vt., north- 
westward 36 miles to Londonderry. It is worked by the 
New London Northern. Gauge, 3 ft. 

MASSACHUSETTS. 

Massachusetts Centra’.—The first track was laid on this 
road, being at different points on the line west of Stony 
Brook, Mass., and making 14 miles in all. 

Nantasket Beach.—Completed from Point Allerton land- 
ing along Nantasket Beach, a popular Boston seaside resort 
reached by steamboats, to the Nantasket House, 3.14 miles. 

New Haven d& Northampton.—This road was extended 
from Northampton, Mass., northward 18.52 miles (generally 
at a little distance east of the Connecticut River Railroad) 
to a junction with the Troy & Greenfield Railroad at the 
west end of the Bardwell’s Ferry bridge, making the road 
9415 miles long from New Haven north, and a branch of the 
same from South Deerfield northeast 10.3 miles to Turner’s 
Falls had the track laid on it for 6 miles. 

CONNECTICUT. 

New York d&} New England.—This road was extended dur- 
ing the year from Waterbury, Conn., southwestward toward 
the Hudson, and by the end of the year had reached the 
New York state line, 32.7 miles, making the road 184 miles 
long from Boston westward. 

NEW YORK. 

Jerome Park.—Completed from a junction with the Har- 
lem Division of the New York Central & Hudson River 
road to the race course at Jerome Park, just above New 
York. Its length is 1 mile. Opened May 29. 

Long Beach.—Completed from a junction with the Brook- 
lyn & Montauk Division of the Long Island Railroad south 
and east 6 miles to Long Beach, N. Y., on the south shore 
of Long Island, where a great seaside hotel was built in con- 
nection with the road. It is worked by the Long Island 
road. It was opened in July. 

Metropolitan Elevated.—Extended from Chatham square, 
in New York city, northward, most of the distance in Sec- 
ond avenue, to One Hundred and Twenty-seventh street, near 
the Harlem River, a distance of 61/ miles—all a double- 
track iron bridge. 

New York Central d& Hudson River.—An extension of 1 
mile was built at great cost in the city of Buffalo. 

New York, Woodhaven & Rockaway.—Completed from a 
junction with the Long Island Railroad at Glendale Junction 
(6'¢ miles from the terminus at Hunter's Point, opposite 
New York), southward 10.34 miles to Rockaway Beach, 
crossing Jamaica Bay for several miles on piles. It is built 
in connection with a vast hotel on the beach for excursion 
traffic, and was opened Aug. 26. 





Buffalo Division of the New York, Lake Erie & Western, 
at Attica (31 miles east of Buffalo), south by west 19 miles 
to Currier’s Corners. Gauge, 3 ft. 

Also, 4 miles of the Warwick Valley road (given under 
New Jersey), are in New York. 

NEW JERSEY. 

Central Railroad of New Jersey—The Long Branch Di- 
vision was extended from Sea Girt, N. J., southward 3 
miles to Point Pleasant, making the division 491/ miles long 
from the junction with the main line at Elizabethport. 

Philadelphia & Atlantic City.—The Pleasantville & 
Ocean City Braneh was completed from the main line at 
Pleasantville (six miles from Atlantic City) 714 
Somers’ Point. Gauge, 31 ft. 

Philadelphia, Mariton & Medford.—This line was graded 
from its junction with the Camden & Atlantic near Had- 
donfield, N. J., 634 miles from Camden, east 11.2 miles to 
Medford, and track was laid for 114 miles from the junction. 
It will be worked as a branch of the Camden & Atlantic. 

Warwick Valley.—An extension was completed early in 
the year from Warwick, N. Y., southwestward 1114 miles 
to the Sussex Railroad at McAfee Valley, N. J., making the 
road 219g miles long from the Erie at Greycourt southwest. 
Of the extension 4 miles are in New York. 

Watchung.—This road, built several years ago but aban- 
doned a few months after it was opened, in November was 
extended haifa mile to Main street, in West Orange, N. J., 
making it 414 miles long from its junction with the New | 
York & Greenwood Lake road, at Woodside Park, west to 
West Orange. It is to be worked as a branch of the Green- 
wood Lake road, for suburban traffic. | 


miles to 





West Jersey d& Atlantic.—Completed from a junction with 
the West Jersey Railroad at Newfield, N. J. (80 miles from 
Camden), east by south 34.46 miles to Atlantic City, with 
the West Jersey completing a new line 641, miles long 
from Camden to Atlantic City. It is worked by the West 
Jersey. 

PENNSYLVANIA. 

Bell’s Gap.—Extended from its former terminus at 
Lloydsville, Pa., northwestward 12 miles over coal lands to 
Utahville, in Clearfield County, making the whole road 20 
miles long from its junction with the Pennsylvania Railroad 
at Bell’s Mills. Gauge, 3 ft. 

Bradford, Bordell & Kinzua.—This road was buiit from 
Bradford, Pa., 13 miles to Bordell, with a branch from 
Kinzua Junction (10 miles from Bradford) to Simpson, 5 
miles. Under the charter of the Bradford, Bordell & Smeth- 
port Company. an extension was built from Simpson to 
Smethport, 11 miles. Gauge, 3 ft. 

Emlenton, Shinpenville & Clarion.—A branch was com- | 
pleted from Pike Siding northward 3.4 miles to Bagaley’s 
mills at Arthur post-office. Gauge, 3 ft. 

Long Valley.—Completed from the Barclay Railroad at 
Lamoka, Pa., northward 7 miles to the Long Valley coal 
mines. Itis built to serve the mines. 

Montour.—This road was extended from the 1879 ter- 
minus 9 miles to Jeffreystown, Pa., making it 12 miles long 
from its junction with the Pittsburgh & Lake Erie at Mon- 
tour Junction. 

Pennsylvania.—-The Lewisburg & Tyrone Branch was 
extended from Tyrone, Pa., eastward 17 miles to Pennsyl- 
vania Furnace. Between the latter part and the old part of 
the road at Spring Mills there remains a gap of about 25 
miles. 

The Pittsburgh, Virginia & Charleston Division was ex- 
tended from Monongahela City, Pa., southward up the Mo- 
nongahela River 11 miles to Belle Vernon. 

The Southwest Pennsylvania Branch was extended early 
in the spring from Oliphant south 2 miles to Fairchance, 
inaking the branch 44 miles long from its junction with the 
main line at Greensburg. 


fittsburgh & Western.—This road (last year the Pitts- 
burgh, New Castle & Lake Erie), was extended during the 
winter from the late northern terminus ut Zelienople, Pa., 
west by north 10.7 miles to Wurtemburg, making the road 
{5 miles long from its terminus in Allegheny City. 
3 ft. 

Pittsburgh, Titusville & Buffale.—The Titusville & Oil 
City Branch was completed from Oil City, Pa., northward 
9 miles to Petroleum Centre, over an old abandoned road- 
bed. 

Sharpsville.—The Gilkzy Run Branch, 1.36 miles long, 
was completed from near Carbon Station to Shaft No. 1 of 
the Pierce Coal Co. 

Somerset & Cambria.—Extended from Somerset, Pa., | 
north by east 37 milesto Johnstown, making it 46 miles long 
from its junction with the Pittsburgh Division of the Balti- | 
more & Obio at Mineral Point. It is worked by the Balti- | 
more & Ohio road, and will enabie it to get some share of | 
the immense freight of the Cambria Iron Works. | 

Western Maryland.—The Baltimore 4 Cumberland Val- | 
ley line, of which three miles were completed in 1879, from | 
the main line at Edgemont northwest to the Pennsyivania | 
line, was extended in 1880 414 miles to Waynesboro, Pa. 

Wilmington & Northern.—The French Creek Branch was | 
completed in April from a junction with the main line near 
Springfield, Pa., eastward 6 miles to French Creek Falls. 

MARYLAND. 

George’s Creek & Cumberland.—Completed from a junc- 
tion with the ‘* Pennsylvania Railroad in Maryland,” 13 
miles west of Cumberland, Md., west by south 1914 miles to 
the mines of the Maryland Coal Co., at Lonaconing, with a | 
branch from Midland Junction (about five miles northeast | 
of Lonaconing) southward 414 miles to the mines of the | 
American Coal Co. It is worked in connection with the | 


Gauge, 





vania Railroad’s connection’ (through its Bedford Division) 


‘with the Cumberland coal fields. The new line is near to, 


and parallel with, the Cumberland & Pennsylvania Railroad. 

Shenandoah Valley.—Completed fgom the Potomac River 
at Shepherdstown (northern terminus), at beginning of 1880, 
northward 16.9 miles to Cumberland Valley Railroad at 
Hagerstown, Md. 

VIRGINIA. 

Charlottesville & Rapidan.—Completed from Charlottes- 
ville, Va., north by east 28.2 miles to the Virginia Midland 
near Orange Court House. It was built to give the latter 
road an independent line where it has heretofore used the 
track of the Chesapeake & Ohio over this part of its main, 
line. 

Franklin & Pittsylvania.—Completed from Pittsville, Va. 
(the terminus of the Pittsylvania Railroad), westward 29 
miles to Rocky Mount, the county seat of Franklin County, 
and with the Pittsylvania forming a line 37 miles long from 
the junction with the Washington City, Virginia Midland & 
Great Southern 27 miles north of Danville. Gauge, 3 ft. 

Richmond d& Allegheny.—Track was laid on the line of 
this road, which is generally the bed or the tow-path of the 
James River Canal, from Richmond, Va., westward 59 miles 
to a point two miles beyond Columbia. On the western end 
track was laid from a junction with the Chesapeake & Ohio 
at Williamson (Clifton Forge) southward 30 miles to the 


| western terminus of the canal at Buchanan, and down the 


canal 4 miles. 

Shenandoah Valley.—Extended from the 1879 terminus 
at Riverton, Va. (42.2 miles south of Shepherdstown) south 
by west 16.5 miles to Milford, and from the Chesapeake & 
Ohio Railroad at Waynesboro north by east 37 miles to 
Shenandoah Iron Works, together with 3.3 miles of track 
not yet opened for trains, leaving a gap of about 28 miles in 
the entire line of 144 miles from Hagerstown to Waynes- 
boro. ‘ 

NORTH CAROLINA. 

Chester & Lenoir.—Extended from Dallas, N. C., north 
ward 314 miles to the Catawba River, making the road 
193¢ miles long, from Chester, 8. C., northward. Gauge, 
3 ft. 

Western North Carolina.—Extended westward 12 miles 
to Asheville Depot {about two miles from Asheville, N. C.), 
making the road 148 miles long from Salisbury westward. 

Cheraw & Salisbury.—Of the line of this road fron Che- 
raw, 8S. C., to Wadesboro, N. C., 15 miles are in North Caro- 
lina. 

SOUTH CAROLINA. 

Barnwell & Blackville.—Completed from the South Caro- 
lina Railroad at Blackville, S. C., southwestward 13 miles 
to Barnwell. It was opened April 2. It is owned chiefly by 
Mr. J. B. Woodward, of Barnweil, and is a very light, 
cheap road. 

Cheraw & Chester.—Extended from the Catawba River 
east 8 miles to Lancaster, S. C., making the road 3014 miles 


| long from Chester east. Gauge, 3 ft. 


Cheraw & Salisburu.—Completed from Cheraw, S. C. (the 
northern terminus of the Cheraw & Darlington, of which 
this road is an extension), northwestward 25 miles to a junc- 
tion with the Carolina Central at Wadesboro, N. C. In con- 
nection with the Cheraw & Darlington and the Northeastern, 
this completes a line from Charleston, 8. C., nearly due 
north 167 miles to the Carolina Central at Wadesboro, and 
gives a southern outlet tothe latter road. Gauge. 5 ft. About 
15 miles of the new road are in North Carolina. : 

GEORGIA. 

Atlanta & Charlotte Air Line.—On the Lawrenceville 
Branch, which is to extend from this road at Suwanee (30 
miles northeast ef Atlanta) south 914 miles, 315 miles of 
track were laid at the end of the year. Gauge, 3 ft. 

Columbus & Rome.—This company, formerly the North 
& South of Georgia, extended its road northward 44 
miles to Hood, making it 32 miles long from Columbus 
notthward. Gauge, 3 feet. 

Savannah, Florida & Western.—The Waycross \¢.Flor- 
ida road was completed from a junction with the main line 
at Waycross, Ga. (92 miles southwest of Savannah), south 
east 23 miles, toward Jacksonville. It will make a much 
directer route than the old one to Jacksonville, being 163 
miles against 261 by the old route. Gauge, 5 feet. 

Walton.—Completed near the end of the year from a junc- 
tion with the Georgia Railroad at Social Circle, Ga. (52 
miles east of Atlanta), north 10 miles to Monroe, the county 
seat of Walton County. It is worked as a branch of the 
Georgia Railroad. Gauge, 5 feet. 

Western & Atlantic.-—A branch 4 miles long was com- 


| pleted from a point near Centerville, Ga., to some iron ore 
| beds. 


FLORIDA. 

St. John’s & Lake Eustis.—Completed by an extension 
of 14 miles to Lake Eustis, Fla., at Fort Mason, making the 
road 26 miles long from theSt. John’s River at Astor (a few 
mites south of Lake George) southwestward to Fort Mason. 
Gauge, 3 ft. 

Savannah, Florida & Western.—The East Florida Rail- 
road (whieh, in connection with the Waycross & Florida, will 
make the pew line between Jacksonville and Savannah) was 
completed from Jacksonville, Fla., westward 114 miles. 

South Florida.—Completed from Sanford, Fla., on Lake 
Monroe, St. Jobn’s. River, south by west 22 miles to Or- 
lando. Gauge, 3 ft. 

ALABAMA. 
Nashville.—This company extended its 
leased Pensacola & Selma line from the late northern termi- 
nus on the south side of the Alabama River 6 miles to a 
junction with. the Western Railroad, giving it an entrance 
into Selma. On the southern end this road was built from 
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Pensacola Junction northward 16 miles, leaving 30 miles to 
be completed. Gauge, 5 ft. 
LOUISIANA. 

Louisiana Western.—Completed in August by the laying 
of track from Vermillionville, La., west 56 miles, and from 
the Sabine River east 22 miles to the section oi road 27 
miles long completed in 1877, making the road 112 miles 
long from Orange, Tex., east to Vermillionville, and in con- 
nection with Morgan’s Louisiana & Texas road on the east, 
and the Texas & New Orleans on the west, completing a 
line 360 miles long from the Mississippi opposite New Or- 
leans to Houston, Tex. 

Morgan’s Louisiana & Texas.—Extended early in the 
year from New Iberia, La., northwestward 18 miles to Ver- 
millioaville, where it meets the Louisiana Western from Texas. 
Late i1 the year an extension was completed from Vermil- 
lionville northward 28 miles through Opelousas to Washing- 
ton, on the way to the Red River at Alexandria, 60 miles, 
on which work is progressing, and which is expected to be 
completed about next May. 

TEXAS. 

Corpus Christi, San Diego & Rio Grande.—This road at 
the beginning of the year extended from Corpus Christi, 
Tex., due west 531 miles toSan Diego. In 1880 an exten- 
sion towards Laredo was begun, on which track was laid 
for 5 miles southwest, and most of the grading completed 
about 50 miles further to Alberca, whence the line is to ex- 
tend west by north to Laredo. Gauge, 3 ft. 

Dallas & Wichita,—Extended from the former terminus 
at Lewisville, Tex., northwestward 17 miles to Denton, 
making the road 39 miles long from Dallas northwest. It 
will be worked as a branch of the Texas & Pacific. 

East Line & Red River,—Extended from Sulphur Springs, 
Tex., westward 30 miles to Greenville, making the line 123 
miles long from Jefferson west by north. Gauge, 3 ft. 

East Texas.—On this road the first track was laid, from 
the Texas & New Orleans at Beaumont ncrth 6 miles to 
Pine Island Bayou. : 

Galveston, Harrisburg & San Antonio.—The La Grange 
Branch was built from the main line at Smith’s Junction 
(three miles east o& Columbus), west by north 16 miles to 
Ellinger. 

Gulf, Colorado & Santa Fe.—Extended from Sealy, Tex., 
northwest 110 miles to Rogers, making the road 204 miles 
long from Galveston northwest. 

Houston & Texas Central.—The Texas Central road, 
which is an extension of this company’s Waco d Northwest- 
ern Division, was extended from Whitney, Tex., westward 
67 miles to Mt. Airy, Erath County, making the division 142 
miles long from its junction with the main line at Bremond, 
which is 143 miles north of Houston. 

Houston, East d& West Texas.—Extended from Trinity 
River, Tex., northeastward 12 miles to Livingston, Polk 
County. Gauge, 3 ft. 

International & Great Northern.—Extended from the 
former terminus at Austin, Tex., southwestward 62 miles to 
Davenport, making this line of the company 323 miles long 
from its junction with the Texas & Facific at Longview 
southwest, and bringing it within 18.3 miles of San Antonio, 
which it will probably reach this month. 

Missouri, Kansas & Texas.—The Denison Division (late 
Denison & Southeastern) was extended from Whiteright, 
Tex., southeastward 32 miles to Greenville, the county seat 
of Hunt County, making the division 52 miles long from 
its junction with the main line at Denison. 

Texas & Pacific.—Extended from the former terminus at 
Fort Worth, Tex., westward 151 miles, making the main 
line 404 miles long from Texarkana. 

The Transcontinental Division was extended from Sher- 
man westward 17 miles to a junction with tho Missouri, 
Kansas & Texas at Whitesboro. 

Texas & St. Louis.—This company at the end of 1879 had 
two sections of road, one of 30 miles from Texarkana 
southwest, and one of 21 miles from Big Sandy to Tyler. 
In 1880 it filled the gap of 76 miles from Sulphur Fork 
southwest to Big Sandy, and extended the line from Tyler 
southwest 52 miles to the Trinity River. Gauge, 3 ft. 

ARKANSAS. 


Tron Mountain & Helena.—Extended from the 1879 
terminus, six miles south of Marianna, Ark., northwest- 
ward 6 miles to Marianna, making the road 18 miles long 
from its junction with the Arkansas Midland, 10 miles west 
of Helena, northwestward. Gauge, 31¢ ft. 

Little Rock, Mississippi River d& Texas.—The Little Rock 
Division was extended from the old terminus at Pine Bluffs, 
Ark., northwestward up the Arkansas River towards Little 
Rock 25 miles, making it 95 miles long from the Mississippi 
River at Arkansas City northwestward, and bringing it 
within 19 miles of Little Rock. 

The Ouachita Division was extended from Collins west- 
ward 16 miles to Monticello, making it 34 miles long from 
its junction with the other line at Trippes, seven miles from 
Arkansas City. 

The Rob Roy Branch was completed early in the year 
from a point three miles east of Pine Bluff north 31¢ miles 
to the Arkansas River at Micawber. 

Washington & Hope.—This road, which was built as a 
wooden road before 1880, and worked with horses, was laid 
with iron and provided with locomotives in 1880. It 
extends from a junction with the St. Louis, lLron Mountain 
& Southern at Hope, Ark. (112 miles southwest of Little 
Rock and 33 northeast of Texarkana), northwestward 10 
miles to Washington. 

TENNESSEE. 


Nashville & Florence.—Completed from a junction with’ 


‘| south 11- miles to Mt. Pleasant. Gauge, 5 ft. 


at Columbia, Tenn. (45 miles south of Nashville), west by 


Nashville, Chattanooga d& St. Louis.—This company’s 
McMinnville & Manchester road was extended (but not 
completed sc as to be operated) from McMinnville, Tenn., 
northwestward 13 miles to Caney Fork, making the line 48 
miles long from the junction with the main line at Man- 
chester northeastward. Gauge, 5 feet. . 
Oakdale & Cumberland Mountawin.—Completed late in the 
year from the Cincinnati Southern, at Oakdale Junction 
(8 miles from Hunnicutt, Tenn.), eastward 8 miles to Oak- 
dale furnace. Gauge, 3 ft. 
KENTUCKY. 
Chatteroi.—Completed from the Elizabethtown, Lexing- 
ton & Big Sandy road at Catlettsburg, Ky., southward up 
the Big Sandy River 25 miles to Louisa. The trains run 
from the Ohio River at Ashland, six miles above Catletts- 
burg, on the Elizabethtown, Lexington & Big Sandy. 
Louisville & Nashville.—The Cumberland & Ohio Branch 
was extended early in the year to Greensburg, Ky.. 114 
miles, making the branch 31 miles long, from Lebanon 
southwest. Gauge, 5 ft. 
Louisville, Cineinnati d+ Lexington.—The Shelbyville 
Branch of this road was extended by the construction of the 
Cumberland & Ohio Railroad, Northern Division, from its 
southern terminus at Shelbyville, Ky., southward'15 miles 
to Taylorsville. 
Six miles of the Elizabethtown, Lexington & Big Sandy, 
from the Big Sandy River northwest to Ashland, are in 
Kentucky. 
WEST VIRGINIA. 
Elizabethtown, Lexington & Big Sandy.—On this road, 
which is to connect the Chesapeake & Ohio with the West, 
track was laid from Huntingtou, W. Va., along the south 
bank of the Ohio westward to Ashland, Ky., 16 miles, of 
which six miles are in Kentucky. 
OHIO, 
Cincinnati Northern.—This company, the successor of the 
Miami Valley, laid track in J880 on 2414 miles of road, 
from the Marietta & Cincinnati Railroad at Norwood, O. 
(10 miles from Cincinnati), northeastward to Lebanon, a 
few miles west of the Little Miami. Gauge, 3 ft. Trains 
had not been put on the road at tne close of the year, but 
were to be Feb. 1. A further extension is to be made south- 
ward to Cincinnati, and northeast 41 miles to Waynesville, 
and also north about 20 miles to Dayton; the latter giving 
the Toledo, Delphos & Burlington a narrow-gauge connec- 
tion with Cincinnati. 
Cleveland, Tuscarawas Valley & Wheeling.—An exten- 
sion of this road was completed in April from Uhrichsville, 
O., southeastward 57 miles to the Ohio River at Bridgeport, 
opposite Wheeling, making the road 158 miles long from 
Lake Erie at Black River (about 30 miles west of Cleveland) 
southeastward. 
Columbus & Hocking Valley. —The Monday Creek Branch, 
which at the beginning of the year extended from the main 
line at Nelsonville 121g miles to Carbon Hill, was extended 
in 1880, 6 miles further to a junction with the Straitsville 
Branch at Oreville. 

Connotton Northern.—This extension of the Connotton 
Valley road was compieted from Canton, Ohio, northward 
20. miles to Mogadore, and the grading was done for 23 
miles further toward Cleveland, to Twinsburg. Gauge, 
3 ft. 

Connotton Valley.—This road, which was formerly the 
Carrollton & Oneida, in 1872 became the Ohio & Toledo, and 
in 1878 the Youngstown & Counotton Valley, at the begin- 
ning of the year extended from Dell Roy, O., northward 19 
miles tothe Tuscarawas Branch of the Cleveland & Pitts- 
burgh at Oneida. In 1880 it was extended northwestward 
22 miles, to the Pittsburgh, Fort Wayne & Chicago road at 
Canton, whence it is continued by the Connotton Northern. 

Dayton & Southeastern.--Extended from Richmond Dale, 
O., southeastward 23 miles to the Portsmouth Branch of the 
Marietta & Cincinnati at Wellston, of which 15!4 miles is 
new road, the track of the Marietta & Cincinnati (with a 
third rail) being. used for the 714 miles from Baker Junction 
to Byer’s Junction, which latter point is 11 miles from 
Wellston. This makes the line worked 115 miles long, from 
Dayton southeast. Gauge, 3 ft. 

Lake Erie d& Western.—In December an extension was 
completed from the late eastern terminus at Fremont, O., 
east by north 24 miles to Sandusky, giving it alake terminus, 
and making the road 378 miles long, from Sandusky west 
by south to Bloomington, Ill. 

McComb, Deshler & Toledo.—Completed about the 1st of 
December from the Dayton & Michigan and the Baltimore & 
Ohio Railroad at Deshler, O., southeast 9 miles to McComb. 
It will be worked as a branch of the Dayton & Michigan. 

Mt. Gilead.—Completed from the Cleveland, Columbus, 
Cincinnati & Indianapolis at Gilead station eastward 4 
miles to Mt. Gilead, O. 
| Ohio Central.—This company during the year completed a 

line of road 147 miles long, from Toledv southeast to Bush’s, 
a station where it joins a line completed last year by the 
Columbus & Sunday Creek Valley Company, but now owned 
by the Ohio Central, from Columbus east and southeast 65 
miles to Corning, in the Hocking Valley, which latter was ex- 
tended in 1880 from Corning, 20 miles, to Shawnee. The 
two roads were built chiefly to carry coal and iron from the 
Hocking Valley to Columbus and Toledo. 

Ohio & West Virginia.—This road was completed in No- 
vember from a junction with the Columbus & Hocking Val- 
ley at Logan, O. (59 miles southeast of Columbus), south by 
east 65 miles, to the Ohio River at Gallipolis, and thence 





the Nashville & Decatur line of the Louisville & Nashville, 


north by east 19 miles to Pomeroy, making a line 84 miles 


ing Valley Company, chiefly to serve the coal and iron in- 
dustries of the Hocking valley. 
Toledo, Deiphos & Burlington.—At the north end this road 
was completed by laying the track from Waterville (15 miles 
south of Toledo) south by west 2714 miles to Holgate. 
The Southern Division was extended from Mercer, O. (22 
milgs southwest of Delphos) south 7 miles to Celina, on the 
way to meet the Dayton, Covington & Toledo line. 
The Dayton, Covington d Toledo, which has been united 
with the above road, was extended from Covington north- 
ward 1014 miles to Versailles, making it 36 miles long from 
its junction with the Dayton & Union at Stillwater Junction, 
over which latter road (by a third rail) its trains run to Day- 
ton. Gauge, 3 ft. 
Of the 28 miles of the Detroit, Butler & St, Louis road 
from Butler, Ind., northeast, 22 miles are in Ohio. 
MICHIGAN. 
Chicago & Northwestern.—The Menominee River line was 
extended from Quinnesec, Mich., westward 17.29 miles to 
Florence, Wis., to iron mines, making the branch 42 miles 
long from its junction with the Peninsula Division 23 miles 
west of Escanaba. Of the extension 9%{ miles are in Wiscon- 
sin, the rest in Michigan. 
Chicago & West Michigan.—The Hart Branch was com- 
pleted from Mear’s (8 miles south of Pentwater), east by 
north 31 miles to Hart. i 
Detroit, Butler & St. Louis.—Completed on the eastern 
end from Detroit, Mich., southwest 57 miles to Adrian. It 
will connect the Eel River line of the Wabash with Detroit, 
and serve as the Detroit outlet of the Wabash system. 
Detroit, Lansing & Northern.—The Stanton Branch was 
extended from Mecosta, Michigan, westward 15 miles to 
the junction of the Grand Rapids & Indiana and the Big 
Rapids Branch of the Chicago & West Michigan at Big 
Rapids, making the whole branch 64 miles long from the 
junction four miles north of Tonia. ‘ 
Detroit, Mackinac & Marquette.—On this road from the 
Straits of Mackinac to Marquette track was laid from Mar- 
quette eastward 25 miles, and from the Straits at Point St. 
Ignace northwestward 35 miles, leaving about 90 miles to 
be constructed to complete the road. 
Flint & Pere Marquette.—The Round Lake Branch was 
completed from the main line at Butler Junction, Mich. 
(15 miles east of Ludington), northward 4 miles to Webber. 
The Clare County Branch, which, at the beginning of the 
year, extended from Harrison Junction (formerly Budd’s 
Lake Junction) north 9 miles, in 1880 was extended 6 miles 
further to Harrison, on Budd’s Lake. 
Michigan Air Line.—This road was extended during the 
year from the former western terminus at Rochester, 
Mich., west by south 10 miles to Pontiac, making it 36 miles 
long from its junction with the Grand Trunk at Ridgeway. 
Five miles more of this road, from Shelby to Rochester, 
built in 1878, has not been chronicled before. The road is 
uow worked by the Grand Trunk. 
Port Huron & Northwestern.—The main line was extended 
from Croswell, Mich., northward 441 miles to Sand Beach, 
making it 70 miles long from Port Huron north, On the 
Marlette Branch track was laid from Balmer’s on the main 
line 13 miles from Port Huron, northwestward 3314 miles 
to Marlette; while an extension 1° miles long was made in 
the city of Port Huron, making 7914 miles of new road. 
Gauge, 3 ft. 

St. Joseph Valley.—On this road, which is to extend from 
the Michigan Central at Buchanan, ‘Mich., north 10 
miles to Berrien Springs, track was laid in December for 2 
miles out of Buchanan. 

Tawas & Bay County.—This road, late the Lake Huron & 
Southwestern, was extended from its former terminus at 
Camp Watson southwestward 11 miles, making it 24 miles 
long from Tawas City. Gauge, 3 ft. 

INDIANA, 

Chicago & Grand Trunk.--Completed in January by thejlay- 
ing of 1514 miles of track from near Valparaiso, Ind., north- 
westward to the section built in 1879. This makes the road 
232 miles long from Port Huron, Mich., to Chicago, for 21 
miles of which on the Chicago end it uses the tracks of 
other roads. 

Indianapolis, Decatur & Springfield. -Completed Jan, 29 
by the laying of 11 miles of trackon tbe Indianapolis end, 
making the road 152 miles long, from Indianapolis west to 
Decatur, Ill. 

Indianapolis, Delphi & Chicago.—At the beginning of 
the year this company had a 3 ft. gauge road from Ren- 
sselaer, Ind., southeast 3814 miles to Delphi. In 1880 track 
was laid on an extension from Rensselaer northwest to the 
Joliet Division of the Michigan Central, from Dyer on the 
Illinois line southeast 17 miles to the town of Lowell, leaving 
a gap nearly ready for the rails of 21 miles to complete the 
road from Rensselaer to Dyer. A further extension in 
Illinois from Dyer northwest 534 miles to the Chicago and 
Eastern Illinois at Glenwood, 24 miles south of Chicago, is 
to be made, and from Delphi to Indianapolis, 65 miles. The 
part built in 1880 is of standard gauge, and when the line is 
completed the old road isto be changed to the standard, 
and it will soon be reorganized as the Chicago & Indian- 
apolis Air Line. 

Lake Erie, Evansville & Southwestern.—This road, 
which was opened in 1873 from Evansville, Ind., northeast 
to Booneville 17!¢ miles, was extended in 1880 16 miles 
further east by north, to a junction with the Cincinnati, 
Rockport & Southwestern at Grigsby. The extension was 
built by the Evansville Local Trade Company, which now 
controls the road. 

Peoria, Decatur & Evansville.—On the southern end this 
road was completed from Evansville, Ind., northwest 18 
miles to Poseyville, and the grading completed 16° miles 





long. It was built in the interest of the Columbus & Hock- 


further, to the Wabash River. 
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Joledo Delphos & Burlington.—Extended from Warren, | son Railway. This new section extends from a point half 
Ind., southwestward 44 miles to Kokomo, making the road \a mile south of Rewy, Wis., ta point 314 miles south of 
181 miles long, from Toledo southwestward. Gauge, 3 ft. Montfort, and completed a line 76 miles long from Galena, 

Vernon, Greensburg & Rushville.—This road was built in | Ii)., north to Woodman, Wis, 

1880 from a junction with the Cincinnati, Indianapolis, St.| The track was laid on the line of the Milwaukee & Madi- 
Louis & Chicago at Greensburg, Ind., south by west 20 miles | son, which is to give this line an eastern outlet, from Madi- 
to Brewersville, leaving five miles of track to be laid to cofh- | son, Wis., westward 914 miles to Verona, of standard gauge. 
plete it to Vernon, where it will connect with the Jefferson- | The latter had not been opened to business at the close of 











































































































































































ville, Madison & Indianapolis and the Ohio & Mississippi. | 

Besides the above, 31 miles of the Springfield, Effingham 
& Southeastern Railroad, given under Illinois, are in 
Indiana and 6 miles of the Detroit, Butler & St. Louis, frora 
Butler northeast. 

TLLINOTS, | 

Chicago & Eastern Iltinois.—The Grape Creek Branch | 
was completed from the main line at Danville, Ill., southwest 
634 miles to Grape Creek. 

Chicago & Western Indiana.—This road, mainly com- 
pleted in 1879, through legal difficulties was prevented from 
laying its track to the stations at its northern terminus at | 
Twelfth street, in Chicago, until November, 1880, and that 
year laid about 1 mile of road. 

Through the South Chicago & Western Indiana a branch 
was built from South Chicago Junction (8 miles south of 
Chicago) east 6.1 miles to lrondale, where there are great | 
iron works, * 

Chicago, Milwaukee & St. Paul.—The Chicago & Pacific 
Division was extended from its old terminus at Byron, IIl., 
westward 27.68 miles to a junction with the Racine & South- 
western Division, five miles northeast of Lanark, making 
the division 116 miles long, and completing a road owned by 
this company from Chicago west tothe Mississippi at Savan- | 
na , 189 miles long, and one to Rock Island, 194 miles | 
long. | 

The Libertyville Branch was completed from Libertyville, | 
Ill., east 3 miles to the Chicago Division. j 

Danville & Southwesterng—This road was extended early 
in the year from its former southern terminus at Lawrence- | 
ville, Il]. (9 miles west of Vincennes on the Ohio & Missis- | 
sippi) south 10 miles to a junction with the Cairo & Vin- | 
cennes at St. Francisville, which is 10 miles southwest of | 
Vincennes. It was opened in April, but is used only for | 
freight trains, the passenger trains of the Danville & | 
Southwestern running into Vincennes over the Ohio & Mis- | 
sissippi. ‘ 

Danville, Olney d& Ohio River.—Extended from West- 
field, Ill., southward 4114 miles to a point within 2'¢ miles | 
of the Peoria, Decatur & Evansville road at West Liberty, 
making the road 48!¢ miles long from the Indianapolis & | 
St. Louis road at Kansas south. Gauge, 3 ft. 

Fulton County.—Completed from the Illinois River at | 
West Havana, Ill., northwestward 29 miles through Lewis- 
town and Cuba to Fairview. Gauge, 3 ft. 

Illinois Central.—The Kankakee d& Southwestern road was 
extended from Anchor, Ill., southwestward 4.44 miles to 
Colfax, making the whole length 61 miles from the Chicago | 
Division to.Otto. The branch of this line built by the Kan- | 
kakee & Western Company was extended from the 1879 | 
terminus due west 29.8 miles toa junetioa with the North 
Division at Kankakee Junction, a little south of Minonk and 
10 miles north of El Paso, making it 42 miles long from | 
Kempton Junction west. This is 3414 miles of new road. 

Jacksonville & Southeastern.—Extended from the old ter- 
minus at Virden, Ill., south by east 23.2 miles to a junction | 
with the Wabash and the Indianapolis & St. Louis at Litch- | 
field, making the road 55 miles from Jacksonville southeast- | 
ward. It was completed about the end of November. 

Peoria, Decatur & Evansvilie.—This road, formed during | 
the year by the consolidation of the Pekin, Lincoln & | 
Decatur and the Grayville & Mattoon, was extended from | 
Parkersburg, Lll., south 22 miles, toa point within two miles | 
of Grayville, and from Grayville southéast two miles to the | 
Wabash River, on the way to Evansville, making the line 
216 miles long. from Peoria southeast. There remain about | 
18 miles of track to be laid to bring it to the Indiana com- | 
pleted section of the road, when it will be 250 miles long. 

St. Louis Coal & Railroad.—This company during the year 
leased the Carbondale & Shawneetown Railroad for a term 
of years and extended it from Carbondale westward 91; | 
miles to Harrison, making the line 2714 miles long, from | 
Marion, west. 


Tuscola, Charleston & Vincennes.—On this line, which is 
to extend from Charleston, Lll., northward, 1 mile of track | 
was laid out of Charleston just before the year closed. 
Gauge, 3 ft. | 

Tabash, St. Louis & Pacific.—The Chicago & Strawn | 
Railroad was complete for this company between Chicago | 


the year. . 

The Wisconsin Division was connected with the Madison 
Division by building a line 6.1 miles long from Janesville 
southward to Afton, through the Rock River Railway Com- 
pany. 

Of the extension of the Menominee River Railway from 
Quinnesec west to Florence 9.81 miles are in Wisconsin. 

Chicago, Milwaukee & St. Paul.—The Beloit Branch was 
completed from the Monroe Branch at Janesville, Wis., 


| southward 18.96 miles to the Southwestern Division at Be- 


loit. The Albany Branch was completed from the Monroe 
Branch at Brodhead northwest to Albany, Wis., '7.15 miles. 

Chicago, St. Paul, Minneapolis & Omaha.—At Eau 
Claire, Wis., a branch 24{ miles long was completed to saw 
mills, intended wholly to serve these mills; at Menominee a 
similar branch for the same purpose, 314 miles long, was 
completed. 

Chicago, St Paul, Minneapolis & Omaha.—The Northern 
Division (late the North Wisconsin Railroad) was extended 
from a point 714 miles north of Granite Lake, Wis., north- 
ward 5214 miles to Cable, making the road 12214 miles long, 
from the junction near Hudson northward. 

Fond du Lac, Amboy & Peoria,—Extended northward 1 
mile, making it 81 miles long, from Fond du Lac to Iron 
Ridge. Gauge, 3 ft. 

Milwaukee, Lake Shore &: Western.—The main line was 
extended from a point one mile north of Tigerton, Wis., 


| northwestward 34}, miles to Wausau, making it 210 miles 


long from Milwaukee; the Aniwa Branch was built from 
Eland Junction 30 miles east of Wausau, north 11 miles to 
Aniwa, and the Oshkosh Branch was finished by laying 1014 
miles of track, to Oshkosh, making it 22 miles long from its 
junction with the main line. 

Wisconsin & Minnesota.--This road, built in the interest 
of the Wisconsin Central, vas completed in November from 
its junction with the latter road at Abbotsford, Wis., (219 


' miles from Milwaukee) west 54 miles to Chippewa Falls, where 


through the Chippewa Falls & Western and the Chicago,St. 
Paul, Minneapolis & Omaha Railroad, it will be connected 
with St. Paul and open a new route thence to Lake Michi- 
gan. 

Wisconsin Central.—A branch 2% miles long was com- 
pleted from Menasha Junction to Appleton, Wis. 

MINNESOTA. 

Chicago, Milwaukee & St. Paul.—The Benton Branch of 
the Hastings & Dakota Division was completed from that 
line at Benton, Minn. (56 miles west of Hastings), northeast 
28.9 miles to Minneapolis. 

Chicago, St. Paul, Minneapolis & Omaha.—A spur was 
built from Hudson Bridge north 244 miles to South Still- 
water, Minn. 

The Blue Earth City Division was extended from Blue 
Earth City, Minn., southward 10 miles to the Iowa line, 
where it is to meet the line of the Chicago & Northwestern 
from Des Moines north. 

St. Paul & Duluth.—The Taylor’s Falis & Lake Superior 
Branch was completed from a junction with the main line 
at Wyoming, Minn. (30 miles north of St. Paul), east by 
north 21 miles to Taylor’s Falls. It is owned and used 
jointly with the Minneapolis & St. Louis Company. 

The Knife Falls Branch was extended 1 mile. 

St. Paul, Minneapolis d& Manitoba.—The Grand Forks, 
Moorhead & Barnesville Branch was completed from a 
junction with the Breckenridge, Fergus Falls and St. Via- 
cent divisions at Barnesville, Minn. (16 miles south of the 
Northern Pacific crossing at Glyndon) northwest to the North- 
ern Pacific and the Red River at Moorhead, 221¢ miles. 

The Morris & Brown’s Valley Branch was completed from 
a junction with the Breckenridge Division at Morris, Minn., 


| west 478{ miles to the Dakota line at Brown’s Valley at the 


north end of Big Stone Lake. 
Chicago & Northwestern.—On the Dakota Central tine the 


track was extended from Volga, Dak., near the Sioux River, | 


westward 18414 miles tothe Missouri River at Pierre, oppo- 
site Fort Pierre and 170 miles east of Deadwood. The whole 
length of the line from the junction with the Winona & St. 
Peter at Tracy, Minn., is 25514 miles, and Pierre is 780 miles 
from Chicago. 

DAKOTA. 





































































































and Strawn, by the laying of 45 miles of track, making the| Chicago, Milwaukee & St. Paul.—The Iowa & Dakota 

whole length of the Chicago & Strawn proper 92.2 miles, | Division was extended from the 1879 terminus at Bridge- 

from its junction with the Chicago & Western Indiana (over | water, Dak. (15 miles west of Marion Junction), westward 

which it enters Chicago), at Auburn Junction, 8 miles south | §1.57 miles, making the terminus of the division 193 miles 

of Chicago, southwestward to the junction with the Chicago | from the Iowa line and 386 miles from its junction with the 

& Paducah (also belonging to the Wabash) a mile north of | fowa & Minnesota Division at Calmar. 

Strawn. The Southern Minnesota Division was extended from 
This gives the Wabash through lines from_Chicago as fol- | Fiandreau, Dak., west 28.2 miles to Madison, making the 

lows: To Burlington, Iowa, 261 miles; to Keokuk, 270 miles; | division 839 miles long from La Crosse westward. 

to St. Louis, 286 miles; to Kansas City, 5183 miles. | The Sioux Falls line of the Sioux City & Dakota Division 
Springfield, Effingham & Southeastern.—Completed from | was extended from Sioux Falls north 13.12 miles to Dell 

the western terminus of auother narrow-gauge road, the Rapids, and the Elk Point Cut-off was completed from this 

Bedford, Springville, Owensboro & Bloomfield, at Switz | }inc at Westport southwest to the Yankton line at Elk Point, 

City, Ind., westward 91 miles to Effingham, Ill. Gauye, 3 4.65 miles. 

ft. About 31 miles are in Indiana. . | The Hastings & Dakota Division was extended from the 

WISCONSIN. | Minnesotu line at Ortonville westward 78 miles, anda branch 

Chicago -& Northwestern.—The company built 8}¢ miles | of the same division was completed from Milbank Junction 

of 3 ft. gauge railroad to connect the Chicago & Tomah and | (12 miles west of Ortonville) northwest 22 miles. 

the Galena & Wisconsin roads, which it had bought, and| Chicago, St. Paw, Minneapolis & Omaha. — The 

bas now united under the name of the Milwaukee & Madi-| Worthington & Sioux Falls Branch was extended 





from Sioux Falls, Dak., west by north 37 miles to 
within two miles of Salem, the county seat of Cook 
County, making it 100 miles long from its junc- 
tion with the main line at Worthington. 

Northern Pacific.—The Missouri Division of the main line 
was extended from the 1879 terminus 55 miles west of the 
Missouri River westward 132 miles to Beaver Creek, in 
Montana, eight miles of which are in Montana. 
the main line 641 miles long, from Duluth west. 
The Casselton Branch was completed from the main line at 
Casselvon (20 miles west of the Red River) due north 31 miles 
to Blanchard. 

St. Paul, Minneapolis & Manitoba.—The Grand Forks, 
Moorhead &: Barnesville line was completed from the main 
line at Barnesville, Minn. (16 miles south of the Northern 
Pacific crossing at Glyndon), northwest to the Red River at _ 
Moorhead, 23 miles (in Minnesota), and on the other side of 
Red River from the Northern Pacific at Fargo north 36 
miles down Red River, and also from a junction with the Red 
River Valley Branch at Grand Forks Junction south up the 
river 24 miles, leaving a gap of about 16 miles to be filled to 
complete parallel lines on both sides of Red River. 

The Red River Valley Branch was extended from the Red 
River at Grand Forks westward 12 miles, to Ojata, making 
it 37 miles long from the junction near Crookston. 

The Red River & Northern was completed from Brecken- 
ridge northwest 48 miles, toward the Northern Pacific at 
Casse lton. 





This makes 


IOWA. 

Burlington & Northwestern.—Extended in January from 
Crawfordsville, Ila., northwestward 10 miles to Washington, 
making the road 36 miles long from its junction with the 
Burlington, Cedar Rapids & Northern at Mediapolis, and 
52 miles from Burlington, to which place it uses the Cedar 
Rapids road’s track, with a third rail. Gauge, 3 ft. 

Burlington, Cedar Rapids & Northern.—Tke Pacific Di- 
vision was extended from Holland, Iowa (to which it was 
completed in 1878), northwest 55 miles to Clarion, Iowa, 
making the branch 10314 miles long, from its junction with 
the main line at Vinton. 

The Muscatine Division was extended from Thornburg 
(41¢ miles north of the old terminus at What Cheer) north- 
westward 16 miles to Montezuma, making the division 9214 
mile~ long from Muscatine westward. 

Chicago & Northwestern.—The Toledo & Northwestern 
road was extended from Garwin, Iowa, westward 57.39 
miles to Jewell Junction, and thence northwestward 26.6 
miles to a point 12 miles beyond Webster City. The 12 
miles north of Webster City had not b2en opened for traffic 
at the close of the year. This line is to be extended north 
to the Minnesota line, where it will meet the Blue Earth Di- 
vision of the Chicago, St. Paul, Minneapolis & Omaha. 

Chicago, Burlington d: Guiney.—The Bethany Branch 
was completed from a junction with the Mount Ayr Branch 
at Bethany Junction, Iowa, nearly due south 28.59 miles to 
Bethany, Mo., of which three miles are in Iowa. 

The Mt. Ayr Branch was extended from the former ter- 
minus at Mt. Ayr, Iowa, southwest and south 2214 miles to 
Grant City, Mo. Fourteen miles of it are in Iowa. 

The Hastings Branch was completed from Hastings, Iowa 
35 miles east of Council Bluffs), northward 15.73 miles to 
Carson City, where it nreets a branch of the Rock Island road 
from the north. 

The Ked Oak & Atlantie Branch, whose terminus at the 
beginning of 1880 was 15% miles north of Red Oak, was 
extended 21¢ miles to Griswold. 

Chicago, Milwaukee & St. Paul.—A cut-off line was com 
pleted from the Iowa & Dakota Division at Rock Valley, 
Iowa, southwest 9.39 miles to the Sioux City & Dakota 
Division at Eden. 


The Dubuque Division (late Chicago, Clinton, Dubuque & 
Minnesota Railroad) was extended from Midland Junction 
southward 8 miles to Clinton, Iowa, where formerly the 
track of the Chicago & Northwestern was used. 

The Davenport Line was extended from its former termi- 
nus at Fayette, Iowa, northwestward 25 miles to a connec- 
tion with the Iowa & Dakota Division at Jackson Junction, 
12 miles southeast of Calmar, making the line 153 miles 
long, from Davenport northwestward. 


Chicago, Rock Island & Pacific.—This company completed 
a branch late in the year from the main line at Avoca, Iowa 
(41 miles east of Council Bluffs), southward 1734 miles to 
Carson, where it meets a branch of the Chicago, Burlington 
& Quincy from Hastings north. 

The Keosauqua Branch was completed from the Keokuk 
& Des Moines Division at Mt. Zion, Iowa, southwest 41¢ 
miles to Keosauqua, partly on the line of an abandoned nar- 
row-gauge road, 

About the end of August the Griswold Branch was com- 
pleted from Atlantic, Iowa (60 miles east of Council Bluffs), 
south by west 14 miles to Griswuld, where it meets a branch 
of the Chicago, Burlington & Quincy from Red Oak. 

The Guthrie Branch was completed from Guthrie, Iowa 
(97 miles east of Council Bluffs), north by west 13.7 miles 
to Guthrie Centre. 

Dubuque & Dakota.—Extended from the former eastern 
terminus at Waverly, Iowa, eastward 23 miles to Sumner, 
making the road 64 miles long, from Sumner westward to 
Hampton. 

Keokuk &: Northwestern.—Completed from Keokuk, Iowa, 
north by west 37 miles to Salem. 

Minneapolis & St. Louis.—Completed in June by the con- 
struction of 40 miles of road from Forest City, Iowa, south- 
west to Livermore, where it is continued by the leased Fort 
Dodge & Fort Ridgley road to Fort Dodge, making a line 
210 miles long from Minneapolis southwest to Fort Dodge. 
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The Coal Branch was completed from near Fort Dodge 
south 8 miles to coal mines. 

Wabash, St. Louis & Pacific.—The Missouri, Iowa & Ne- 
braska Railroad, which this company has acquired, was ex- 
tended from Corydon, Iowa, westward 30 miles to Van 
Wert, the 17 miles of it west of Humeston being built jointly 
by the Wabash and the Chicago, Burlington & Quiucy. 

A branch of the above line was completed in July from 
Centreville, Iowa, northward 26 miles to the southern ter- 
minus of the Central Iowa at Albia. 

NEBRASKA. 

Burlington & Missouri River in Nebraska.—This company, 
which still exists, though the property of the Chicago, Burling- 
ton & Quincy by the latter company’s purchasing all its stock, 
extended its Republican Valley Division from the 1879 
terminus at Bloomington, Neb., west '78.6 milesto Indianola, 
and also from Amboy, the point where this division turns 
from south to west, eastward '75 miles. Of this latter 6 miles 
betwen Hardy and Harbine and 4 miles a littie east of 
Chester are just across the line in Kansas. Also on what 
will be the eastern end of this division 15 miles of track 
were laid from Beatrice south and west, leaving but a short 
gap to be filled. 

The Nebraska Railway Division, was extended from the 
1879 terminus at Aurora, Neb., north (at right angles with 
its previous course) 19 miles toa junction with the Union 
Pacific at Central City, making the line 150'4 miles long 
from the Missouri at Nebraska City. 

The Atchison & Nebraska Division was completed by 
extending the section built by the Lincoln & Northwestern 
company from a point 50 miles from Lincoln northwest 24 
miles to the Union Pacific, at Columbus, making it 2201¢ 
miles long from Atchison northwestward. 

Chicago, St. Paul, Minneapolis & Omaha.—The Omaha 
Division was completed in November by the construction of 
aline from Coburn, 10 miles west of the Missouri River, 
southwestward and southeastward 53 miles to Oakland, on 
the old Omaha & Northern Nebraska road (which this com- 
pany has bought), whence the distance to Omaia is 62 
miles, thus making a line 125 miles long from Covington 
(opposite Sioux City) to Omaha, and completing a line 
owned by this company from St. Paul southwest to Omaha 
895 miles long, and from its eastern terminus at Elroy, Wis., 
to Omaha 592 miles. 

The entire line of 26 miles of the Covington, Columbus & 
Black Hills was reconstructed and changed from 31 ft. to 
standard gauge ; but this adds nothing to the miles laid in 
the state and country, though it does to the miles worked, 
for this road had not been worked for some years. 

A branch of the Omaha line from Emerson Junction (27 
miles southwest of Covington) has been gratled southwest- 
ward 47 miles toa junction With the Sioux City & Pacific 
and a branch of the Union Pacific at Norfolk. 

Sioux City & Pacific.—This company’s leased Fremont, 
Elkhorn & Missouri Valley road was extended west by 
north 14.2 miles from Oakdale, Neb., to Ciearwater, mak- 
ing it 123 miles long from the Union Pacific at Fremont, 
and 144 miles from the Missouri River at Blair. 

The North Branch of the same was completed from Nor: 
foik Junction (79 miles from Fremont) northwestward 31.7 
miles to Plainview. 

Union Pacific.—Through the Omaha & Republican Valley 
Company the Union Pacific completed early in the yeara 
branch from Valparaiso, Neb. (73 miles from Omaha), south 
20.3 miles to Lincoln ; and also (isolated from any other 
part of the Omaha & Rapublican Valley) early in the year 
a branch of the Union Pacific main line from Grand Island 
(154 miles west of Umaha) north by west 21.9 miles to St. 
Paul. 

Tnrough the Omaha, Niobrara & Black Hills Company 
it completed early in the year a branch of the Duncan-Nor- 
folk Branch, from Lost Creek (7 miles north of the junction 
with the main line at Duncan) northwest 34.4 miles to 
Albion. This is altogether 76.6 miles of new road. 

MISSOURI. 

Kansas City, Fort Scott & Gulf.—This company con- 
structed the following lines: The Rich Hill Railroad from 
the main line five miles south of Pleasanton, Kan. (and 79 
miles south of Kansas City), east 20 miles to a point one mile 
east of Rich Hill, Mo., and from that point one spur south 4 
miles to Carbon Centre and another nortlt 3 miles to Spen- 
cer’s coal banks, making 27 miles. Of this 414 miles are in 
Kansas. 

The Fort Scott, Southeastern d& Memphis road was ex- 
tended from Arcadia, Kan. (formerly Fiadlay), southwest- 
ward 36 miles (two miles in Kansas) to Golden City, Mo., 
making it 49 miles long from its junction with the main line 
four miles south of Fort Scott, and leaving but 15 miles to be 
laid to connect it with the . 

Springfield & Western Missouri, which the Kansas City 
Company leased during the year and extended for 1 mile 
through the town of Springfield, and (opened in May) from 
Ash Grove west by north 19 miles to Greenfield. 

Missouri Pacific.—The Lexington & Southern Division was 
completed from a junction with the main line at Pleasant 
Hill (83 miles southwest of Kansas City) south 68 miies to a 
connection with the Missouri, Kansas & Texas at Nevada. 
This line is chiefly over a road-bed graded several years ago 
by the Lexington, Lake & Gulf Company. 

The leased Osage Valley & Southern Kansas road, which 
extended from the main lineat Tipton north to the Missouri 
River, and is known as the Boonville Branch, was extended 
southward from Tipton to Versailles, 18 miles. 

Quincy, Missouri & Pacific.—Extended from Novinger, 
Mo., westward 27 miles to Milan, onthe Bwlington & South- 
weatern, waking the read 10314 miles long from the Missis- 
sippi at West Quinoy westward. 


St. Louis & San Francisco.—The Arkansas Division 
was completed from the main line at Plymouth, Mo., south 
32 miles to Seligman, close to the Arkansas line. 

St. Louis, Salem & Little Rock.—During the year the 
following branches were built from this road to iron mines 
by the owners of the mines : From Salem, Mo., south-east 7 
miles to the Riverside mines ; froma junction with the 
Dent & Phelps Branch, neur Smith mine, northwest 4 miles 
to the Stimson iron bank, and from ‘Sligo 4 miles to Sligo 
Furnace. 

Sedalia, Warsaw & Southern.—Track was laid from the 
junction with the Missouri Pacific at Sedalia, Mo., south- 
ward 42 miles to Warsaw. Gauge, 8 ft. 

KANSAS, — 

Atchison, Topeka &: Santa Fe.«The Manhattan, Alma & 
Burlingame Branch was completed from a junction with 
the main line at Burlingame, Kan., 76 miles southwest from 
Atchison and 26 from Topeka, northwestward 5614 miles to 
the Kansas Pacific at Manhattan. It is, we believe, in the 
interest of the Atchison road and the Kansas Pacific 
jointly. 

Atchison, Topeka & Santa Fe.—Tae Marion d& MePher- 
son Branch was extended in the first half of the year from 
McPherson, Kan., west 30 miles to Lyons, making the branch 
77 miles long from the junction at Florence, and nearly com- 
p'eting a loop of the main line, Lyons being within ten miles 
of that line. The branch called last year the Wellington 
Branch of the Cowley, Sumner & Fort Smith road was ex- 
tended from Wellington, Kan., southwest 21 miles to the In- 
dian Territory border at Caldwell, making it 88 miles long 
from the junction at Mulvane. m 

Under the charter of the Wellington & Western Company 
a line was begun from the Caldwell Branch, at a point three 
miles southwest of Wellington, due west, parallel with and 
only about two miles south of the extension of the Southern 
Kansas line of the Kansas City, Lawrence & Southern. This 
was graded about 30 miles and track was laid from the junc- 
tion west 14 miles to a point just beyond the Chickaskia 
River. Late in the year an arrangement was made for a 
combination of the two companies, and when this is com- 
pleted this road will be abandoned and the track taken up. 

Kansas Central.--Extended from a point 101 miles west 
of Leavenworth, Kan., westward 18 miles to Garrison, 
making the road 119 miles long from Leavenworth west- 
ward. Gauge, 3 ft. . 

Kansas City, Ft. Seott & Gulf.—The narrow-gauge 
Memphis, Kansas & Colorado road, a leased line, was ex- 
tended from Parsons, Kan., westward 19 miles to Cherry- 
vale, but on the other end the track from Weir City, Kan., 
southeast to Messer, 11 miles, has been taken up, leaving 
this road 50 miles long, from Weir City (5 miles east of the 
main line of the Ft. Scott road) nearly due west 50 miles to 


Cherryvale. Two miles of the extension of this company’s 
Ft. Scott & Southeastern and 4'¢ ot its Rich Hill line are in 
Kansas. 


Kansas City, Lawrence d& Southern.—The Southern 
Kansas was extended from its 1879 terminus westward 82 
miles to Harper, Kan., making the line 147 miles long from 
the junction with the north-and-south section of the road at 
Cherryvale, and 272 miles’ from the northern terminus of 
the road at Lawrence. 

The Sumner County Branch was completed from the 
above line at Wellington (35 miles east of Harper) due south 
18 miles to Hunnewell, on the Indian Territory line. 

Missouri Pacific.—The Ottawa Branch of the Kansas & 
Arizona Division (late St. Louis, Kansas & Arizona Rail- 
road) was completed early in the year from the junction at 
Osawatomie, Kan., northwestward 21 miles to the Kansas 
City, Lawrence & Southern at Ottawa. 

St. Louis & San Francisco.—The main line was extended 
from the 1879 terminus 114 miles east of Severy, Kan., west- 
ward 6714 miles to a junction with the Arkansas Branch of 
the Atchison, Topeka & Santa Fe at Wichita. 

COLORADO. 

Atchison, Topeka & Santa Fe.—Under the charter of the 
Pueblo & Arkansas Valley Company a line was built from 
Pueblo, Col., west by north 37 miles, to the re coal 
mines at Coal Banks, near Cafion City. 

Denver & Rio Grande, —July 5 the Leadville Division was 
completed to Leadville, making 1041¢ miles of track laid in 
1880, from the terminus of the track laid the year before 
from Puebio northwest 54 miles by the Atchison, Topeka & 
Santa Fe Company and turned over tothe Denver & Rio 
Grande in settlement of differences. This makes the divi 
sion 15814 miles long, from South Pueblo up the Arkansas 
River to Leadville. 

The Alpine Branch of this division was completed from a 
junction two miles west of Nathrop southeastward 111¢ 
miles to Alpine. 


pleted from a junction near Cafion City southward 5 miles, 
and was graded about 20 miles further. 

The Gunnison Division was completed from the same 
division at Scuth Arkansas southwestward 514 miles to 
Poncho Springs. 

The Eagle River Extension of the same division (built by 
another but affiliated corporation, whose name we cannot 
give) had the track laid from Leadville northwest 10 
miles. 

The Leadville, Ten Mile d& Breckenridge Company, also 
an affiliated corporation, completed another extension of 
the same division from Leadville northward 19 miles to 
Kokomo. 

The Manitou Branch was completed, from the main line 
at Colorado Springs (75 miles south of Denver), west by 
north 5.8 miles to Manitou. 

The San Juan Division was extended from Alamosa, Col., 





The Silver Cliff Branch of the same division was com- | 





— 


southwest 29 miles to Antonito (late San Antonio), and 
thence west 51 miles to Alta. At first its direction is south- 
west from Antonito, six miles from which there is a bend 
nearly six miles long in New Mexico, and five miles beyond 
this another bend about four miles long in the same terri- 
tory. . 

, Of the 91 miles of the New Mewico Division, given under 
New Mexico, 5 miles, from Antonito south to the border, 
are in Colorado. Gauge, 3 ft. 

Denver, South Park & Pacific.—Completed March 1 from 
from a point 116 miles from Denver, Col., southwestward 
19 miles to a junction with the Denver & Rio Grande at 
Buena Vista, over 37 miles of which latter road its trains 
reach Leadville, andover eight miles of it its Gunnison 
extension. 

Later ‘n the year the Gunnison Extension ‘was completed 
from the Denver & Rio Grande at Nathrop, eight miles 
southeast of Buena Vista, westward 5 miles. Gauge, 3 ft. 

Union Pacific.—The Julesburg Branch was completed from 
the main line at Denver Junction (5 miles east of Jules- 
burg), which is 372 miles from Omaha and 144 miles east 
of Cheyenne, southwestward up the South Platte 501; 
miles to Riverside. 

NEW MEXICO. 

Atchison, Topeka & Santa Fe.—Through the New Mexico 
& Southern Pacific Company the main line was extended 
from a point 5914 miles south of Las Vegas, New Mexico, 
southward down the Rio Grande 176%{ miles to San Marcial, 
and through the Rio Grande, Mexico d& Southern Pacific 
Company from San Marcial 74.6 miles further south to Rin- 
con, making an extension of 251.35 miles. 

Early in the year the Santa Fe Branch was completed 
from Lamy northward 18 miles to Santa Fe. 

Atlantic & Pacific.—On "this road, which is to be used 
jointly by the Atchison, Topeka & Santa Fe and the St. 
Louis & San Francisco as their connection with California, 
track has been laid from a junction with the former road at 
Isleta, near Alburquerque, New Mexico, westward 78 miles 
toward Fort Wingate. 

Denver & Rio Grande.—The New Mexico Division was 
completed from its junction with the San Juan Division at 
Antonito (159 miles south of Denver) southward 91 miles to, 
Espanola (near Santa Craz), 28 miles north of Santa Fe 
which, under the agreement with the Atchison, Topeka & 
Santa Fe, is to be the permanent southern terminus. Five 
miles of this division, from Antonito south, are in Colorado. 
Gauge, 3ft. This makes 332 miles of railroad laid by this 
company in 1880.” 

Southern Pacijic.—Of the 295 miles of new road completed 
in 1880, 97 ave in New Mexico. 

ARIZCNA. 
- Southern Pacific.—Extended from Casa Grande, Arizona, 
southeast and east 295 miles to Deming, New Mexico, mak- 
ing the road 472!4 miles long from Yuma east, and com- 
pleting a line 1,208 miles long from San Francisco. At 
Deming, or the next station west, connection will be made 
with the Atchison, Topeka & Santa Fe from the north, and 
the distance thence to the Rio Grande and E!. Paso is incon- 
sid2rable, and much work has been done on it. Of the ex- 
tension, 97 miles are in New Mexico. 
UTAH. 

Union Pacific.—The Summit County Railroad was com- 
pleted from Echo, Utah (41 miles east of Ogden), south 27.27 
miles to Park City, and also the Grass‘Luke Branch of same, 
from Watson's, 3 miles southeast of Esho, northeast 3.95 
miles. These are built to serve coal mines chiefly. 

Utah Eastern.—This road was completed from the Summit 
County Railroad at Coalville, Utah, a few miles from the 
Union Pacific station at Echo, south by west 16 miles to 
Kimball, leaving 14 miles more to connect the road with the 
Wasatch & Jordan Valley road at Alta, in connection with 
which it will form a line 46 miles long from the Summit Coun- 
ty coal mines southwest to Sandy, which is on the Utah 
Southern road 13 miles south of Salt Lake City. 

Utah Southern Extension. —Extended from Deseret, Utah, 
southward 69 miles to Frisco, making it 122 miles long from 
jtsnorthern terminus at Juab,and in connection wit the Utah 
Southern and the Utah Central completing a line 264 miles 
long from the Union Pacific, at Ogden, southward. 

MONTANA. 

Union Pacific.—This company extended the Utah & North 
ern Railroad from the 1879 terininus on the Montana line 
northward 6514 miles to Dillon, Montana, making the road 
35014 miles long from Ogden northward. Gauge, 3 ft. 

Of the extension of the Missouri Division of the Northern 
Pacific, 8 miles, from the Dakota line te Beaver Creek, are 
in Montana. 

NEVADA. 

Carson & Colorado.—Completed from a junction with 
the Virginia & Truckee at Mound House (about 10 miles 
northeast of Carson), Nev., eastward 21 miles. It is graded 
some miles further south to a point beyond Walker Lake, 
whence there is a toll road southwest to the Bodie mining 
district, just over the line, in Cal:fornia. The railroad is to 
be extended from Walker Lake southeastward to Candelaria, 

Nevada Central.—Feb. 11, the track of this road was 
completed to Austin, Nev., 50 miles further than the 1879 
terminus, making the road 99 miles long from its janction 
with the Central Pacific at Battle Mountain south. Gauge, 


3 ft. 
CALIFORNIA. 


Southern Pacific.—The Monterey Branch was completed 
from the Northern Division, at Castroville, Cal. 110 
miles sduth of San Francisco, southwest and west 15 miles 
tothe Pacific at Monterey, which is a California seaside 
resort. This takes the place, however, of the old Monterey 
‘& Salinas Valley road;-from Monterey due east .18}{ miles 
to Salinas, which is eight miles south of Castroville. This 
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road was bought at foreclosure sale, part of it rebuilt and | 
the rest abandoned, so that there is now less and not more 
road on account of the new construction. 

South Pacifle Coast.—A gap of 2 miles between the southern 
section of the road and the northern, where there was some 
heavy tunnel work,was filled, completing a line owned by the 
company from Dumbarton Point, on the east side of San | 
Francisco Bay, southward 79 miles to Santa Cruz. Gauge, 
8 ft. 


MARYLAND. 
| George’s Creek & Cumberland, Pa. R. R. in Md. :% 
Lonaconing Lé 
f Branch Midland Junc. to American Coal Co. mines.... Y 
Shenandoah Valley, Shepherdstown n. to Hagerstown........ 17 
J 403% | 
VIRGINIA. 
ena e Rapidan, Charlottesville n. by e. to Orange 
28144 ¥ 
29 
59 
34 
16% & 
. 404 


Franklin & Pittsylvania (3 ft.), Pittsville w. 

Richmond & Allegheny, Richmond w 
Williamson s............ and 

Shenandoah Valley, ex. Riverton s. ‘by e. to Milford... 
Waynesboro n. by e sek 


to Rocky Muunt. 


OREGON. 

Oregon & California.—A branch was constructed froma 
junction with the main line at Albany, Or. (81 miles south 
of Portland), southeastward 111¢ miles to Lebanon in Linn 
County. 

Oregoniom.—This company bought the road built in 1878 
as the Dayton, Sheridan & Grande Ronde and afterward as 
the Willamette Valley, consisting of a 8 ft. gauge line 27 
miles long from Dayton to Dallas with a branch of 8 miles, 
all on the west side of the Willamette River. In 1880 it 
built an extension of this road from Dallas, 9 miles, to Smith- 
field, and an entirely new road on the east side of the Willa- 
mette from Ray’s Ferry on the Willamette (30 miles south of 
Portland) southward 72 miles to Brownsville. (Gauge, 3 ft. 

Oregon Railway & Navigation Co.—At the beginning of 
the year this company, whose chief property then 
steamboats plying on the Columbia River, owned two short 
pieces of railroad around rapids of the Columbia River, the 
upper one extending from the Dalles east 14!¢ miles to Celilo, 
and 168 miles above Celilo 46 miles of 3-ft. gauge road, con- 
sisting of a line from Wallula, Washington Territory, east 
82 miles, with a branch south to Blue Mountain. In 1880 
the company made an agreement with the Northern Pacific | 
to construct a road south, of standard gauge, down the 
south bank of the Columbia, which should be used jointly by 
both companies, Wallula being about 12 miles south of Ains- | 
worth, where the Northern Pacific’s Pend d’Oreille Division 
begins, On this 108 miles of road 78 miles of track were | 
laid in 1880, from Wallula west and from Celilo east, leay- 
ing a gap of 30 miles. Five miles, from Wallula southwest, 
are in Washington. 


NORTH CAROLINA. 
Cheraw & Salisbury (5 ft.), Wadesboro s. e. to S. C. line 
Chester & Lenoir (3 ft.), Dallas n. to Catawba, River.. 
Western North Carotina, ex. w. to Asheville depot 


SOUTH CAROLINA. 
Barnwell & Blackville, Blackville s, w. to Barnwell... 
Cheraw & Salisbury (5 ft.), Cheraw n. to N. C. Line. 
Cheraw & Chester (3 ft.), Catawba River e, to Lancaster 


GEORGIA, 


Atlanta & Charlotte Air Line— 

Lawrenceville Branch (3 ft.), Suwanee s Bu 
Columbus & Rome (3 ft.), ex. n. to Hood.... the 
Savannah, Florida & Western— 

Waycross & Florida,(5 ft.), Waycross, s. 

Walton (5 ft,), Social Circle n, to Monroe 
Western & Atlantic (5 ft.)— 
Branch fr, near Cartersville to iron mines.... 


was 


FLORIDA. 


John's & Lake Eustis (5 ft.) ex. te Fort Mason 


pellet 2 aor sap Western- 
East Fjorida, Jacksonville (5 ft.) n 
South Florida (8 ft.), Sanford s. by w. to Or Jando 


ALABAMA, 
Louisville & Nashville (5 ft.) 
Pensacola & Selma, ex. n. to Western R. R.... 
Pensacola R. R., ex. Pensacola Junction n 


LOUISIANA 
Louisiana Western, Vermillionville w... 
Sabine River e.... 
| Morgan’s Louisiana & Texas— 


Extension New Iberia n. w. and n. to Washington. 


WASHINGTON. | 
Northern Pacific.--The Pend d’Oreille Division was com- | 
pleted from the junction of the Snake and Columbia Rivers | 
at Ainsworth, Wash. T., northward 45 miles, and graded 
120 miles further. The Columbia River Division was com- 
pleted from the Snake River, opposite Ainswortia, south- 
ward, down the left bank of the Columbia to Wallula, 
whence it is continued westward by the line built by the 
Oregon Railway and Navigation Company, which will be 
used by the two companies in common. | 
| 


TEXAS, 

Corpus Christi, San Diego & Rio Grande (3 ft.) 

Ex. San Diego s. w 
Dallas & Wich'ta, ex. Lewisvil ile n. w. 
East Line & Red River (3 ft.), 

Greenville 

East Texas, Beaumont n. to Pine Island Bayou 
Galveston. Harrisburg & San Antonio— 

La Grange Branch, Smith's Junction w. 

ON eae Coe , 

Gulf, Coiorado & Santa Fe, Sealy n. by W. ‘to ‘Roge - ae 
Houston & Texas Central— 

Texas Central, Whitney w. to Mt. Airy 
Houston, East & West Texas (3 ft.)— 

rinity River n. e. to Livingston..... 

International & Great Northern, Austin s. ¢. to Davenport. bie 
Missouri, Kansas & Texas— 

Denison Div., ex. Whiteright s. 2. to Greenfield. . 
Texas & Pacific, ex. Fort Worth w 

a Div., ex. Sherman west to Whites- 


Texas & St. 
Sandy..... 
Ex. Tyler s. w, to Trinity River 


to Denton.. 
ex. Sulphur Springs v w. 


by n. to Ellin- 


.. 16 
110 
Of the extension of the Oregon Railway & Navigation 
Co.’s road from Wallula down the Columbia River (de- 
scribed under Oregon), 5 miles are in Washington. 

| 
RAILROAD CONSTRUCTION IN 


The following isa tabular ‘statement of the information | 
given above of the length, direction, termini and gauge of | 
each section of new railroad in each state and territory in | 
which track was laid during the year 1880 ; 

MAINE. | 


1880. 


ARKANSAS. 


lron Mountain & Helena (3% ft.), ex. n. w. 
| Little Rock, Mississippi River & Texas— 
Main Line ex. Pine Bluff n. w. towards Little Rock... 
Rob Roy Branch. near Pine Bluff n. to Micawber.... 
Ouachita Division, Collins w. to Monticello. 
| Washington & Hope, Hope n. w. to Washington. 


Old Orchard monet ¢ (3 ft.), 
of Saco River...... ; 38 
VERMONT. 
Brattleboro & Whitehall (8 ft.), Brattleboro 
donderry .... 


to Marianna 


n. w. to Lon- 
3G 
MASSACHUSETTS. 
Massachusetts Céntral, between Hudson and Stoney Brook... 
Nantasket Beach, Point Allerton along beach 
New Haven & Northampton, ex. Northampton n. to Bard- 
well's Ferry 
Turner's Falls Branch, 8, 


TENNESSEE. 
| Nashville & Flerence, Columbia w. by s. to Mt. 
$6} Nashville, Chattanooga & St. Louis— 
| McMinnville & Manchester, ex. McMinnville n. 
Caney Fork... ....0. +000, 
Oakdale & Cumberland Mountain (3 
to Oakdale Iron Works 


Pleasant 


Deerfield n, e... 


CONNECTICUT, 
New York & New England, ex. Waterbury s. e. toN. Y. line 238 
NEW YORK 
Jerome Park, Harlem R.R. to Jerome Park.... . 
Long Branch, L. I. R.R. s. and e. to Long Beach... 
Metropolitan Elevate, Chatham square n. to Harlem River 
New York Central & Hudson River, ex. in Buffalo..... 
New York, Woo — & Rockaway, Glendale Junction s. 
and e. to Rocka wa, 
= Valley (: % ft.), Attica s. by w. 


KENTUCKY. 
Chatteroi, Catlettsburg s. to Louisa....... 
Elizabethtown, Lexington & Big Sandy— 
Big Sandy River n. w. to Ashland.... 

Louisville & Nashville (5 ft.)— 
| Cumberland & Ohio Branch ex. to Greensburg... 
; Louisville, Cincinnati & Lexington— 
to Currier’s Cor- ‘ * Shelbyville Branch, ex Shelbyville s. to Taylorsville... 
Warwick Valley, ex. Warwick s, w. to N. J. line.. 
WEST VIRGINIA. 


; NEW JERSEY. |E —— a & Big Sandy, Hunington w. to Big 
Central of New Jersey- — 
Long Branch Division, ex. Sea Girt s. to Point Pleasant, 
Philadelphia & Atlantic City (3% ft.)— 
Pleasantville & Ocean City Gieash, Pleasantville to 
Somers’ Point 
Philadelphia, Marston & Medford, Haddonfield e.. 
Warwick Valley, ex. N. line s. w. to McAfee 
Watchung, ex. to Main st.. West Orange.. 
West Jersey & Atlantic, Newfield e. by s 


| Cincinnati Northern (3 ft.), Norwood - e. to Lebanon . 
| Cleveland, Tuscarawas Valley & Wheeling— 
Ex. Uhrichsville s. e. to Bridgeport ........ 
Columbus & Hocking Valley— 
Monday Creek Branch, ex. Carbon Hill to Oresville.... 
14 | Connotton Northern (3 ft.), Canton n. to Mogadore 
Connotton Valley (3 ft.), ex. Oneida n. w. to Canton 
| Dayton & Southeastern (3-ft.) ex. s. e. to Wellston.... 
Detroit, Butler & St. Louis Ind. line n. e.... 
Lake Erie & Western, Fremont e. by 2. to Sandusky 
| McComb, Deshler & Toledo, Deshler s. e. to McComb . 
Mt. Gileald, Gilead station e. to Mt. Gilead ee 
Ohio & West Virginia, ogan s. by e. to spscatone and n. 
to Pomeroy . ee ee 
Ohio Central, Main Line, Toledo s. e. to Bush’s 
Branch, Corning to Shawnee........... 
Tolec lo, Delphos & Buriington (3 ft.), ex. Holgate n. ‘to Water- 


‘to Atlantic C ity. 


PENNSYLVANIA. 

Bell’ EGep < 3 ft.) ex. Lloydsville n, w. to Utahville ..... 
Bradford, Bordell & Kinzua (3 fi.), Bradford to Bordell . 

Bordell to Smethport 

Branch Kinzua June. to Simpson (3 ft.)....... 
Emlenton, Shippensville & Clarion (3 ft.), branch Pike's Sid- 

ing n. to Arth 

Long V alley, camels n. to Long Valley coal mines 
Montour, ex, to Jeffreystown vidi ere 
Pennsy lvania— - Southern Division, Mercer | Ss. ‘to c elina. 

Lewisburg & Tyrone, ex. ‘fyrone e. to Penna. Furnace. 17 Dayton, Covington & Tole lo, Covington n. t9 Versailles 

Pittsburgh, Virginia & Charleston, ex. Monongahela 

City s. to Belle Vernon 

Southwest Penna., ex. Oliphant s. to Fairchance. 

Pittsburgh & Western (3 ft.), ex. Zelienople n. w. to Wurtem- 
burg dee 

Pittsburgh, Titusville & Buffalo— 

Oil City Branch, Oil City n. to Petroleum Centre. 
Sharpsville, Gilkey Run Branch. . 
Somerset & Cambria, Somerset n. by e. to Johnstown. 
Western Maryland— 

timore & Cumberland bincowead ex. Md. 
Waynesboro.......... Sack ieee eeicKaire xk 

Wilmington & Northern— 

french Creek Branch, Springfield e. to Falls ...... 


ville 
10% 


500 
MIC HIGAN. ° 
Chicago & Northwestern 
Menominee River, Quinnesec n, w. to Wis. line 
Chicago & West Michigan— 
Hart Branch, Mear’s n. e. to Hari 
Detroit, Bufler & St. Louis, Detroit s. w. to Adrian.. 
Detroit, Lansing & Northern— 
Stanton Branch, ex. Mecosta n. w. 
Detroit, Mackinac & Marquette— 
Point St. Ignace n. w......... .. 
Marquette e 
| Flint & Pere Marquette— 
Clare County Branch, ex. n. to Harrison. . 
Round Lake Branch, Butler Junction n. to Webber 


to Big Rapids.... 
line 


$] gy ' 


Michigan Air Line, ex. Rochester w. by 8s. to Pontiac 1 
| ~— eh & Northwestern (3ft.), ex. Croswell'n. to Sand 
each 





4 |: 


| St. Joseph v alley, Bachenan n. W 
Tawas & Bay County, ex. Camp Watson sw.... 


INDIANA. 


| Chicago & Grand Trunk, Valparaiso, n. w 
| Detroit, Butler & Si. Louis, Butler n. e. to Ohio line 
Indianapolis, Decatur & Springfield (completed) 
| Indianapolis, Delohi & Chicago, Rensselaer n. w 
} do Dyer, s e to Lowell 
Lake Erie, Evansville & Southwestern— 
Ex. Booneville e. by n. to Grigsby. . 
Peoria, Decatur & Evansville, Evansville n. w. to Poseyville. 
Springfield, Effingham . dsepcsnanions (3 ft.), Ill. line e. to 
Sw itz City . dl 


| 
| 
| 
| 


16 
18 


ILLINOIS. 
| Chicago & Eastern Llinois 
Grape Creek Branch. Danville Junc 
| Chicago & Western Intiana— 
extension n,. in Chicago 
South Chicago Brane h, South C hicago June. e. to Iron- 
dale,... 
| Chicago, Milwankee & St. Paul— 
Libertyville Branch, Libertyville Ji me. w 
ville. 
Chic ago & Pacific, ex. Byroa / w. to Lanark, . 
| Danville & Southwestern, ex, Lawrenceville s. to St. 
ville. ;. 
Danville, Olnev & Ohio River (3 ft.), ex. Westfield s 
| Fulton County (3 ft.), Fairview s. e, to Havana. 
| Illinois Central— 
Kankakee & Southwestern, ex. w. to Kankakee Junce.. 
} do ex. Anchor s. w. to Colfax. 
& Southeastern ex. Virden s. by e. to Litch- 


8S. Ww, to Grape Cr. 


. to Li erty- 


r rancis- 


Jackso:. ville 
field 
Peoria. Dec vatur & ‘Evansville, ex. 
Wabash River Ses 
Louis Coal It. R., ex. Carbondale w. to Harrison. 
Springfield, Effingham & Southeastern (3 ft.), Effingham e. 
to Ind. line 
Tuse ola, Charleston & V incennes (3 ft. ), Charleston n. e.. 
| Wab-sh, St. Louis & Pacific— 
Chicago & Strawr, niet eines between Auburn Junc. 
and Strawn.. : 


Parkersburg s. toward 


32134 
WISCONSIN. 
Chic ag o & Northwestern— 

Chicago & Tomah (3 ft.), n. 4% mile s. of Rewy, 
Menominee River. Mich. line, n. w. to Florence. 
Janesville s. to Afton 
Madison & Milwaukee, Madison w. 

a Milwaukee & St. Pavl— 
Beloit Branch, Janesville s. to Beloit ...... 
Albany eg Brodhead n. w. to Albany 
Chicage, St. Part, Minneapolis & Omaha— 
North Wise onsin, = n.-e. to Cable .... 
Eau Claire Branch, Eau Claire to saw mills 
Menominee Branch, Menominee to saw mills.. ........ 
Fond du Lac, Amboy & Peoria (3 ft.), ex. in Fond du Lac.... 
Milwaukee, Lake Shore & Western, ex. Tigerton n. w. 
Wausau . 
Oskosh*Branch, ex. to Oshkoch 
Aniwa Branch, Eland Junc. n. to Aniwa 
Wisconsin Central— 
W Nall & Minnesota, Abbottsford w. to Chippewa 
Falls 54 


MINNESOTA. 


Chicago, Milwaukee & St. Paul— 
Hastings & Dakota Div., branch Benton, n. e. to Min- 
SPONGES oc ixocp < «8410: 09 900p005400550000:000060 29 
Chicago, St. Paul, Minneapolis & Omaha— 

Blue Earth City Div..ex. Blue Earth City s. to Ioa. line. 
| Sc uth Stillwater Branch, Hudson Bridge, n. to 8. Stillwater... 
| St. Paul & Duluth— 

Knife Falls Branch, extended... ° 
Taylor's Falls & Lake Superior, Wyoming Tn. e. to Tay - 
lor’s Falls 2 
Paul, Minneapolis & Manitoba— 
Grand Forks, Moorhead & Barnesville, Barnesville 
n. w. to Moorhe ‘ad 2 
Morris & Brown's Valley, w. to Brown’s 


10 
2% 





DAKOTA. 
| Chicago & Northwestern 
Dakota Central, ex. Volga w. to Mo. River 
| Chicago, Milwaukee & St. Paul— 
| Hastings & Dakota Div., ex. Ortonville w 
} do., branch Milbank Junction n. w ai 
Southern Minn, Div., ex. Flandreau w. to Madison. .... 2814 
Iowa & Dak. Div., ex. Bridgewater w 
Sioux City & Dak. Division— 
Sioux Falis line ex. Sioux Fallsto Dell Rapids . 
“lk Point Cut-off, Elk Point n. e. to Westport 
Chicago,{St. Paul, Minneapolis & Omaha— 
Worthington & Sioux Falls Div., ex. Sioux Falls w 
Northern Pacitic. ex. w. to Montana line 
Casselton Branch, Casselton n,. to Blanchard 
St. Paul, Minneapolis & Manitoba— 
Grand Forks, Moorhead & Barnesville, Fargo n 
“i ‘* Grand Forks June. s... : 
-—_ River & Nerthern, Breckenridge n. w. to Durbin. . 
Red River Valley Branch, Grand Forks w. to Ojata.. 


IOWA. 
Burlington & Northwestern (3 ft.), ex. Crawfordsville n. w. to 
Washington 1 
Burlington, Cedar Rapids & Northern— 
Pacific Division, Holland n. w. to ag te 
Muscatine Div., Thornburg n. w. to Montezuma 
Chicage & Northw estern— 
Toledo Branch, Garwin w. to Jewell Junction 
do Jewell Junction northwest........... 
Chicago, Burlington & Quincy— 
Red Oak & Atlantic, ex. north to Griswold 
Bethany Branch, Davis City s. to Mo. line 
Mt. Ayr Branch, ex. Mt. Ayr s. w. to Mo. line 
Hastings Branch, Hastings n. to Carson City 
Chicago, Milwaukee & St. Paul— 
Davenport Line, ex. Fayette n. w. to Jackson Junc.... 25 
Rock Valley Branch, Rock Valley s. w. to 
Dubt ique Div. ex. Midland June. s to Clinton 
E [sland & Pacific— 
Gut hrie Branch, Guthrie n. by w. to Guthrie Centre.... 
Keosauqua Branch, Mt. Zion s. w. to Keosauqua 
Griswold Branch, Atlantic s. by w. to Griswold 
Carson Branch, Avoca s. to Carson 
| Dubuque & Dakota, ex. Waverly e. to Sumner 
Keokuk & Northwestern, Keokuk n. w. to Salem... 
Minneapolis & St. Louis, Forest City s. w. to Livermore..... 
Coal Branch, near Fort Dodge s, to mines.......... ; 
Wabash, St: Louis & Pacifie— 
Mo., lowa. & Neb., ex. Corydon w. to Van Wert....... 
Do., Albia Branch, Centreville n. to Albia 





30 


45634 
NEBRASKA, 
Burlington & Missouri River— 
Re publican Valley, ex. Bloomington w. to Indianola .. 
* Amboy east ——— 10 m. i 
Kansas) 








Lei 
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| Republican Valley, Beatrice south and west............ 15.0 LOCOMOTIVE RETURNS, AUGUST, 1880. 
Lincoln & Northwestern, ex. n. w. to Columbus... .... 24.0 
Nebraska Railway, ex. Aurora n. to Central City....... 19.0 : Master Mechanics of all American railroads are invited to send us their monthly returns for this table. 
14 Chicago, St. Paul, Minneapolis & Omaba— Por Curent 3408 LW), be Sk BR 2 
i ihe ee Coburn Junc. s, toUakland..., ....... 53.0 | i zi i: 2 | Poe 2 ee 
! Sioux City & Pacific— ee } MILEAGE. Mites RunTo | #4 |. 
: See Missouri Valley ex. Oakdale n. 3242 — a3 Bs yw ec Renee tn nomen - Be al 
w. to Clearwater.............. esse. <A De 14.2 5 } = > - Q ) DY | mm | Mo | | @ zB B&) 3 ° 
ah North Branch, Norfolk Junc. n. w. to Plainview........ 31.7 77185 2 rs 2 5 |} & | gs 38 iy Z (B18 |\pele| s 4 
P Union Pacific— i? gis g) & = ° ll ae Se Se zg -) $ 8 ag; & | = 4 
a Omahe & Republican Valley, Gran‘ Island n by w. to ae NAME oF Roap. Bes | : : & 3 = | Ps SZigegi/ ai: |: 5 43 | : i - 
4 _¥ Seen ree ee ery Sib bb anaes Seccc sce 21, , : : 4 = ie oe : : : = | ps > 
Omahs & Republican Valley, branch Valparaiso s. to : B: 5 : z = 8 = Eo }: 8) : | 3 3 # g A 
ERA CL a A RR a 20.3 18): 8 : : ; penis : : & | se ; 
Omaba, Mioseare ® Black Hills, branch Lost Creek w. ol: e : 3 : : ¢ | Beli Bl : : tie : a 
yn, toAlbion ....... LL OES TOT SAP, AIO 34.4 3: 2) ® : : 22): : : ig : 
hioces Se hes : ro : : $a]: . - bes : 2 . 
s7| — (8 8 
MISSOURI. s , 
were aa a Allegheny Valley, River Division*.... 139, 36 
Chicago, Burlington & pany : we Low Grade Div*............ cae 120, 17 
Bethany Branch, Iowa line s. to Bethany............... 25% | Central Pacific, Western Div.+ 28 
Mt. Ayr Branch, Iowa line s. to Grant City.............. Bi Northe Si a 
! i. Ayr , 3 err v4 Northern & San Pablo Divs.+.... 104’ 27 
Missouri Pacific— Visalia Div.+.......... Sobes 157' 13 ° 
Lexington & Southern Division, Pleasant Hill s. to Tulare Div.+......... gexec susonaspecee| AIO) ES 
pn? SR SR ay Rae Pin apUsiet ieknckek 68 Los Angeles, San Diego, Yuma & _ 
Z Gangs Valley & Southern Kansas, Tipton s. to Ver- PL nt ly SS . + - 
@ REE ES ape eaenreann seas IEA OE TER 18 stock ~ walic | , 
Wabash, St. Louis & Pacific— } ann Dee on 119 Pri 
4 Quincey, St. louis & Pacific, ex. Novinger w. to Milan.. 27 Oregon Div.+ .... 151, 7 
4 : St. Louis & San Francisco— ‘Truckee Div,+.. 205 26 
Arkansas Div., Plymouth s. to Seligman............ ... 32 Humboldt Div.t...... 200 19 
St. Louis, Salem & Little Rock— Fo eect am cae pn goo02 (218) 37 3,6 | 
Branch, Salem s, e. to Riverside mines................. : |e ss 6S 41.00 '.. ‘ 
Branch to Stimson ore bank.............22..0-00:---e0e» 4 | Cleve. Col, Cim. & Ind.222°2: 472 12 sara 30.53 ol er59 33.00 . 
Branch, Sligo to Sligo Furnace...........0...0.2-2+ 2000+ 4 | Cleveland & Pittsburgh* **\905\"'83|-  170'330 °°°"'2 04 49.50 22 | 1792 T8069 0.907 
Sedalia, Warsaw & Southern (3 ft.), Sedalia s. to Warsaw.... 42 Cleveland, Tus. Valley & Wheeling.. 160 17 59,37. j 3 
Springfield & Western Missouri, ex. in Springfield ! Dela., Lacka. & Western,Bloomsburg | | es 
4 Extension Ash Grove w. by n. to Greentield 19 |, Sd Tela iaugre <7 teree sewer ce > 66,9! 
Kansas City, Fort Scott & Guilf— wee & Ceeee burgh sdiieaen 60,650 
Rich Hill R. R., Kansas Linee... ..... .....2. .2200- ldo Gress tan'k eae. Bp 9H) 
‘ Branch s. to Carbon Centre. ............202.0206 bene 4° | Houston & Texas Centraif.. Se — , PRM RE Devitt Meme ae, 
; . Branch n. to Spencer’s Coal Banks...... ...........- 3 [Ilinois Central, Chicago Div.|.. 206,151 4.14) 
Ft. Scott & Southeastern, Mo, line to Golden City ..... 3 plac poh eg tee 17,046 2.49 
4 pat North Feleoe 120,586 4.13 
: 1912 Springtield Div... 3,436 8.47 
’ KANSAS S146! Towa Div.J.... «..sccccsese aan 108,108 oe 
: AS. ° Jeffersonville, Madison & Ind*.. .....;226 41 106,662 ! 5.58 
4 Atchison, Topeka & Santa Fe— Kan. City, St. Jo, & Council Bluffs*.. 217, 38 110,329 410) 4.70 
Manhattan, Alma & Burlingame, Burlingame n. w. to Lake Shore & Michigan Southern, 
Manhattan .. ....... a yee a REH Pity soles 56K ae ae pas adndaieiie sonia ieee 4 - 200,214 3.84) 7.44 
4 Marion & McPherson Br., McPherson w. to Lyons...... 30.” Toledo geet nS 3.42) 6.96 
Caldwell Br., Wellington s. w. to Caldwell....... ew RE Mich. Southern Div.¢.... --» .. { tet oa 
— & Western, junction w. to Chickaskia Little Bock, iis. hg 2 Tempe. waae 3,578 ye. 63.00 291 3°93 
I IES Ses - ICRI RE eos ee oulsville & Nashville, First Div.4+.. 329 6. 
Burlington & Missouri River— : Second Div.t+.... Fakaeus é2t eB) 
Republican Valley (in Neb.) Div., two sections of the Memphis Div.tt.....- se 3.97) 6.06 
sapariratsing Tey o Nash. & Decatur Div.++.......... b g 
Eastern Extension........ ........++- A Se ee 10 South & North Alabama++ 3 5.14) 6.28 
#3 Kansas Central (3 ft.), ex. w. to Garrison............ ........ 18 Evansville. Hen. & Nash. Div.++ 7 ry 4.35 
4 Kansas City, Ft. Scott & Gulf— Mobile & Montgomery4¢ ... 1: 46 is 
Ft. Scott, Southeastern & Memphis, ex. Arcadia to St. Lou's Div.t+....... Peknts | 1 3186) 415 
Metnphis, Kansas & Goiorado (8 1k) Parsons s. wits ” | Harawette, Hougnton & Oifonaoi.. byes iss 10 th 
Charrvenia:. oer ‘ kbp 19 Missouri, Kansas & Texasé+... 16 32 6.990, 4.05) 4.44 
Re T! BIO. 000. - erence rscrces p \sisintin na mittthke hie” 0 Acd wee ae N. Y., Penn. & Ohio, Ist and 2 16.82 ead 3.74 6. 
Rich Hill, main line e. to Mo. line....................6. 4% | Third and Fourth Divs... 5.84 os ree 
Kansas City, Lawrence & Southern— Mahoning Div.............+ 20:86 is ae ‘3 
Southern Kansas, ex. w. to Harper..........-.. ....... 82 | North. Central, Elmira & Can. Div 20.83 8.02| 54s 
Sumner Co. Branch, Wellington s. to Hunnewell. ..... 18 | Pennsylvania, New York Div.$..... 11.08 6.70) 9.5) 
Missouri Pacifie — = A Div.8§ caeseene aseee 14.75 . 3.06) 7.00 
Kansas & Arizona Div., branch Osawatomie n. w. to ite wide nal. ~+| 18.35 25'| 960 
EI BE ALLEL RE RO OE 21 ae tee -+} 12.02 9.40; 5.40 
St. Louis & San Francisco, ex. w. to Wichita................ 6714 5 ee. ey 
eae 19.61 ; 
36314 40.32 
‘=| Lewistown Div.§§ : 
; a Bedford Div.§§.. Pe} : 
Atchison, Topeka & Santa Fe— Frederick Div.§ 22.62 | ; 
Pueblo & Arkansas Valley, Pueblo w. by n. to Coal Pittsvurgh, Va. & Cha 20.32 |: a 
NRE tb AA MOOR NO he I 37 | Pitts., Ft. Wayne & Chi. . 19.26 0814 
Denver & Rio Grande (3 ft.)— wn tke 19.35 25.9) 0.755 
Leadvile Division, ex. n. w. to Leadville. -........5- =. 10444 | ee or] ss| ° 107,208 o7| eens 
San Juan Division, ex. Alamosa s. w. and w. to Alta*.. 71 — C.. & St. L. Din 242) 10: 2RG'995 17 77 O.t 
New Mexico Division, Antonito s. to N. M line......... ‘5 or hoae & San | EE , 302 are joann : vumege ined 
Alpine Branch, ? m from Nathrop s. w. to Alpine...... 1114 | Toledo, Peoria & Warsaw -|173) 46) =: 122,574) 2,685) 98.45 .. ....| 16.08 ..-..|.....- 
Manitou Branch, Colorado Springs n. w. to Manitou... 514 | West Jersey$$...-....- . - 163) 3i 87,140 sesceslescece| 8.40) 10.90 
Gunnison Division, South Arkansas s. w. to Poncho cons tenon eat * Main Lines 158 28| 1,000, 83 
Re LSA NRC RT ECR 84)“ omen woo] US arty TCO) ..esee ceeees 3.39 3.8) 
Silver Cliff Branch, near Cafion City s.................. 5 ORO rman sacseanenenatnten 0 = = a TOD ceseee veeeee 3.69) 3.60 
Eagle River Seetee, Leadville n. w.................. 10 ae — : 
eadville, Ten Mile & Breckenridge, Leadville n. by e. * Five y hree 
to Kokom Dense rneesreccceseces = eesass shoe eae < . 19 + Switching’ engines allowed 6 miles per hour; helping engines ++ benehias Gua dhones % =e per hour; five empty car 
_ * Less 10 miles (in two different places), which are in New Mex- actual distance run, | rated as three aden nondhg niles pe ; five empty cars 
ico. she id i ; abe pomey eens 6 miles per hour. ++ Switching engines allowed 6, work-train 8 miles per hour. 
Denver, South Park & Pacific (3 ft.)— Tern canner oars maa ee §§ Engineers’, firemen’s and wipers’ wages not included in cost. 
Extension s. w. to Buena Vista............ ..........! ic © Switching and work-train en rin Nowed 6 mil h a ee ee ee ee 
Uni ones Extension, Nathrop w. to Heywood Springs. 5 Rich cas ta rset ake Vette inane cadence sceticeisec tee »unted to the ton. 
nion Pacific— or a Na Fa SS = 
Julesburg Branch, Denver June. s. w. to Riverside.... 50% | jg ; deseri | 
ee ee . thus hoes by the Lowell correspondent of the Boston | scene on St. John’s River, Florida. On tie left is a grove 
Basy |° ournal, of palmetto trees, and on the right a lighthouse. In the cen- 
NEW MEXICO. ‘In the latter part of October, 1879, work was commenced _ tre is the shore, with the sun just rising and touching the 


Atchison, Topeka & Santa Fe, main line ex.......... _.......25134|0n the new Boston & Lowell Railroad station in this Sands with a golden hue. This is painted by Story, of Bos- 





Santa Fe Branen, Galisteo n. to Santa Fe......... .... Isl | city, and it was ready for occupancy about two months ago, ton, and is considered one of his best efforts The frescoing 
eee Se cathe ie aioli. wks vad apes arasnar nao 78 | This depot is elegant and spacious, surpassing any building of the whole building is beautiful and chaste, and the colors 
Espanola............. Se PIS Iv., Colorado line 8s. to an of the kind in New England outside of Boston. It 1s 146 ft. pleasing and harmonious. This is the work of W. 5S. Brasier 

- San Juan Division, (bends into N. M. in'two places)..... 10 deep, having a frontage of 118 ft. on Essex street, the prin- of Boston, The walls are of a rich creamy tint, the ceiling 
Southern Pacific, Arizona line eastward to Deming.......... 97 | cipal thoroughfare of the city. On the east side of the maia all blue, the panels red. Four of the large panels in, the 
ihex:3$ entrance are two large waiting rooms 26 by 31, with ticket- dome have figures of Melpomene, Thalia, Euterpe and Terp- 

P 540% | oflice and toilet rooms between. All the yooms are hand- sichore. There 12 panels in the dome, which can be remov- 

ARIZONA. somely and conveniently fitted up with everything neces- ¢dand glass substituted when light is needed for day enter- 

Southern Pacific, Casa Grande e. to N. M. line ............ _.198 |sary for the ease and comfort of the traveling pub-| tainments or rehearsals. The panels on either side the 
aan: lic. Further back are the conductors’ and_ station stage are also decorated with graceful mythological figures. 

oo agents’ rooms, which are large, airy and hand- The proscenium arch is gracefully ornamented with brilliant 
Summit County, Echo south to Park City........... 274 somely furnished. On the west side is the dining saloon, colors, which adds reatly to the effect of the whole, The whole 
Grass Lake Branch of same, Watson’s n. e. to mines..... 4. |=? * 50, and the dining room, 26 x 31. ‘here is also a_ building is finished in Western ash, and is to be lighted with 
Utah Eastern (3 ft.), Coalville s. by w. to Kimball............ 15 | large and elegant store on this side fronting on Essex street. electricity. There are two ways of exit, and even a large 
Utah Southern Extension, ex. s,to Frisco.................... 69 | But what especially delights the hearts of the people of our | ®@udience would find it easy to reach the street in a very 


—|city is the new Opera-House, which occupies the second short time. In fact, the entire edifice is a model of comfort, 

? 116% | story of the large edifice and all the space above it. Through | elegance and convenience, and is larger than any theatre in 
. _ MONTANA, the courtesy of Mr. Clark R. Caswell, the Lawrence agent of New England except the Globe and Boston Theatres. It 
Northern Pacific, Dakota line w. to Beaver Creek............ 8 | the road, we yesterday visited this beautiful theatre, which supplies a want long felt in this city, that of a commodious 
U ee setts tite tients . is rapidly approaching completion, and which, we under- place for first-class concerts and dramatic entertainments. 
ah & Northern (3 ft.), Idaho line n. to Dillon stand, will be thrown open to the public in about two weeks. | Mr. Charles T. Emerson, of Lawrence, is the architect, and 

: wh, The entrance is on Essex street. From the lower hall a stair- lhe has reason to congretulate himself onso complet a suc- 


NEVADA. “2 | case, 10 ft. wide, leads to the ticket office, whence two | cess as the new Opera-'touse. The Boston & Lowell road 
Casein & Coteveis. Meda Mee... Manne 9, | broad stairwaysconduct one to the lobbies above. The long has been most liberal and generous in fitting up this elegant 
Nevada Central (3 ft.), ex.s. to Austin................. "Sg | lobby is 118 ft. long and 24 ft. wide, the side lobbies are of theatre, and has spared no pains to make it an ornament to 


the same width and 24 ft. in length, exclusive of stairways. ourcity. It is not yet definitely known whether Manager 
71 | Here we enter the auditorium of the theatre, which is 100 ft. | Hosford contemplates any formal ceremonies for the opening 
Gisabeaeia. long, 85 ft. wide and 60 ft. high, and contains 882 chairs. | night, but in all probability the first evening will be given 
South Pacific Coast (3 ft.), gap filled 2 The balcony has 618 chairs, making the seating capacity of to the raitroad and its friends and with some suitable enter- 
st (5 ft.), gap filled..................2260., - |the house 1,500. The atnge. including dressing rooms, is | tainment.” 
ee 


OREGON. 92 ft. long and 52 ft. , with 11 dressing rooms, 
Oregon £ Caltfornio— hittin ¢esaiie - 5 above and 6 below, end there is a large ele- | 4 Phantom Train. 
eb ranch, s.e. to Lebanon.............. or for sorti , Ae : 
Oregonian (3 ft.), ex. Dallas to Smithfield........ .........., is — - . — — baggage from the depot| We learn thata mysterious apparition was seen one night 
Ray’s Feyy s. to Brownsville............. aE Ce 72 eneath. On each side of the stage are two ig a reese boxes, | recently, which was nothing more nor less than a phantom 
Oregon Railway & Navigation— tastefully and hendsomely fi up. The balcony railings | jocomotive. The narrator, whose name we withhold, was 
, Celilo e. and Wash. line W.....0.....5...c0055 peceeseee 73 | and those back of the orchestra are upholstered in maroon | walking the track of the Western & Atlantic Railroad. about 


plush. This part of the work is done by the railroad, the 


165% cloth cartain of Terry in front of the stage being of the came two miles from town one night last week, when he discovered 


the headlight of an engine approaching around a curve. 


WASHINGTON. ricb color. The chairs, which are from the manufactory of to ea ise as rain came 
Henthorn Paste, Pena aueie See. yk . ek So * Baker, Pratt & Co., New York, are of iron and birch, with peor te he steppe = a aon an otek, f rie > 
‘ ’ Y Div., / : Vallula..... um ; i : : i 
Oregon R, R. & Navigation Co., Wallulas. w. to Or. line... 5 perforated backs and seate, with hat rests beneath in the pass. He was still puzzled why no noise attended the en- 


form of a spring, and convenient foot restsin front. The | gine’ ; ; ined 
a 2? _4+ 0 | gine’s approach, and as it came opposite he noticed that the 
62 | Numbers are painted on wood both front and back and set in | whole machinery had a ghostly, phantom-like appearance. 
= a _ — an open place in the back of the chair. In the dome is a| At the throttle stood a pale, wild-eyed engineer, while a 
: THE SCRAP HEAP poner men a omg , or chandelier and reflector combined, | snectre-like fireman was pulling the bell rope, but no sound 
having urners. There are 450 burners in all, includ- | came from the bell. All this he observed as the train rushed: 


, hee ing the stage, where 30 footlights with Argand burners are | im Ii . tec’ ; 
The New Lowell Depot. set. Aifthis apparatus, which is.chaste and unique in de- | Rss. upon toe oe wich ag eli aon poh Bae 
_ The Boston & Lowell Company has just completed a build- | Sign and of bigbly polished brass, is from the establishment | jn railroad lore.—Dalton (Ga.) Citizen. 
ing in Lowell, Mass., which presents the somewhat unusual | Of Stillman & Nicoll, Washington street, Boston. Is the Citizen prepared to say how much peach and honey 


combination of a passenger station and an opera-house. It | ‘‘ The drop eurtain isa Very pretty thing, representing a‘ the witness of this strange occurrerice had on board ¢ 
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EDITORIAL ANNOUNCEMENTS. — 





Passes.—All persons connected with this paper are forbid- 
cen to ask f passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Addresses.— Busin«ss letters should be addressed and drafts 
made payable to THE RAILROAD GAZETTE. Communica- 
tions for the attention of the Editors should be addressed 
EpiToR RAILROAD GAZETTE. 





Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
umNS We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inven- 
tions, machinery, eH Jinancial schemes, etc., to our 
readers can do so fully in our advertising columns, but it 
is useless to ask usto recommend them editorially, either 
for money or in consideration of advertising patronage. 


Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
‘will send us early information of events which take place 
under their observation, such as changes in railroad offi- 
cers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
tmportant improvements of old ones, experiments in the 
emstruction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement. Discussions of subjects 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
cially annual reports, some notice of all of which will 
published 


RAILROAD CONSTRUCTION IN 1880. 

We publish this week our annual record of new 
railroad construction in the United States during the 
year 1880—perhaps the most remarkable of the nine 
that we have compiled, though the extent of 
the new road is not quite so great as that 
constructed in the year 1872. The latter year, 
however, was the culmination of a _ period of 
great activity and enterprise, while 1880 is 
only the second in which (in this direction) there 
has been any considerable recovery from the inactivity 
of the ‘‘ hard times.” But in 1879 we constructed 
80 per cent. more road than in 1878, and in 1880 we 
have constructed 56 per cent. more than in 1879, 145 
per cent. more than in 1878, and considerably more 
than in the three years ending with 1877. 

The number of miles completed in each of the last 
nine years has been : 

Year. 


Miles. 





We have corrected our figures from year to year 
fromall available sources, and know that the above 
figures are very nearly correct for new road on which 
track was laid during the year. This includes every 
year a considerable mileage not open for traffic. Abso- 
lute accuracy is unattainable, as may be judged 
from the fact that we sometimes get two 
very different statements of the road constructed in the 
year from different officers of the same company. We, 
however, watch the construction carefully throughout 
the year, seek explanations of discrepancies, and be- 
lieve that we eliminate most of these errors, even, 
within a year or two of the construction. The labor 
required this year has been truly enormous, and we 
believe the record to be exceptionally complete and 
accurate, though doubtless we shall have some correc- 


tions to make, 








We will thank any reader to call our 
attention to any errors he may discover. 

If we distribute the new mileage on the two sides of 
the Mississippi, we have: 





West of 
£; ©. Miss. me Total. 
59.3 987 40.7 7.240 
39.3 2,356 60.7 3,883 
73.5 538 26.5 2,025 
60.8 612 39.2 1,561 
47.0 1,304 53.0 2.460 
48.4 1.187 51.6 01 
40.4 1,738 59.6 2.916 
28.1 3.285 91.9 4,570 
2074 5,698 79.6 7,150 


Thus the increase in uew construction has been 
almost, entirely west of the Mississippi. There was 
only 15 per cent. more road built east of the Missis- 
sippi in 1880 than in 1879, while seventy-one per cent. 
more was built wesi of it. In 1872 and earlier the 
chief construction was in the states west of the Mis- 
sissippi and north of the Ohio, which were then 
much in the condition that Minnesota, Iowa, 
Nebraska and Kansas have been since—with a 
large and growing population, but not sufficiently 
provided with railroads. By*1872 these states were 
pretty well provided with railroads, and during the 
prolonged business depression following 1873 very 
little road was built anywhere to develop new country, 
but what was constructed was largely to accommodate 
a traffic already developed and waiting for it, and so 
naturally was pretty well scattered over the well- 
peopled states. But when confidence returned so that 
capitalists were willing to make investments depen- 
dent upon the future growth of the country for their 
profit, naturally they turned to that part of the coun- 
try which had most room to grow, but had begun to 
be developed, chiefly west of the Mississippi. 

The following table shows the mileage completed in 
each of the states which either in’ 1879 cr 1880 built 
more than 300 miles : 





1880, 1879 1880. 1879. 
Dakota. << oo Kansas...... .. 364 556 
Ae eee 653 «156 Colorado......... ‘ 101 
New Mexico........ 540 167 See 925 
eee, Missc.uri........ 213 
Dc. cuniwantacnes 457 500 Minnesota.......... 451 
Nebraska.......... 377 285 





Of these only Ohio and Illinois are east of the Mis- 
sissippi. Ohio, though very full of roads, a large pro- 
portion of which do not pay well, has built many 
miles of railroad even in many of the dull years 
—more since 1871 than any other state east of the Mis- 
sissippi except Illinois and New York, and more since 
1872 (which except in the last two years have been dull 
years for railroad building) than any other state east 
of that river except Pennsylvania. Both Ohio and 
Pennsylvania have built their new roads, since 1872, 
chiefly to supply local traffic, and the growing coai- 
mining and iron-manufacturing interests of Ohio have 
caused.the construction of numerous railroads there 
of late years. Since 1872, when the previous railroad- 
building era culminated, only Texas, lowa and Kansas 
have built more railroad than Ohio, as will appear from 
the following table, which shows the number of miles 
of railroad completed in each state that has built more 
than a thousand miles in the eight years from 1873 tu 
1880 inclusive: 


MND. 5.cok Sion cttesdeeusce 2,042 | California... ......0. e00 1,107 
rere pees ; EE bv cccccsdsacsccedes 1,093 
PD icc csdbaupay Rebates BB 1 CITI s 0.0 occsccceccccess 1,077 
SNR RR AE eo TUL MORON 3... 60s. s00sccnccs 1,069 
Minnesota....... am 0p DERE, BOE scciccsececsoncs 1,065 
Oe reer ULL eee 1,037 
Pi nneylvania..... .:.00.0.. DE GM oc oncctsce seca 1,012 


Texas has such an enormous area—including prob- 
ably three times as much productive land as any other 
state—that the amount of construction there is not 
comparatively as great as in some of the other states. 
Six of the states in this list can properly be called new— 
Texas, Kansas, Minnesota, California, Coloradoand Da- 
kota—and two or three of the others have still a good 
deal of unoccupied land; but, as we have said, it has 
only been during the past two years that there has 
been much effort to build railroads to serve a new 
country, and the-figures for the last year show that 
this has now been begun with great vigor. 

However, it is a mistake to suppose, as many do. 
that the revival of railroad construction has affected 
the far West only. Our tables of mileage constructed 
in each state and section shows that while there was 
an increase of 56 per cent. from 1879 to 1880 in the 
aggregate amount constructed in the United States, 
there was an increase of more than 100 per cent. in 
New England and in the Middle States, and of 170 per 
cent. in the South Atlantic States, more than 100 per 
cent. in the old and steady group of states formed by 
Ohio, Michigan and Indiana, and only 18 per cent. in 
the eight states of the upper Mississippi valley 
which we have called ‘* Northwestern,” which 
include Dakota, Nebraska and Kansas on the west; 
less than 100 per cent. in the territory west of the di- 
vision which we have called the ‘‘ Far West Interior,” 
and nearly 200 per cent. in the Pacific states. Further, 





the increase in the‘‘North western” states is by nomeans 


general. 


Minnesota constructed more than three times 
as much in 1879 as in 1880, Kansas one-half more, 
Iowa one-tenth more, and the amount constructed in 


stnall — the 


Minnesota was _ positively smallest 


for four years. But, except in Illinois, where 
the new railroad was largely. built to form 
parts of through lines, and..will be sur- 
ported chiefly by diverting traffic from roads 


previously existing, the new road in the Northwest has 
been chiefly built in new country, or to serve districts 
hitherto insufficiently accommodated. This is true 
ina state as far east as Wisconsin even, which has not a 
very large railroad system; and nearly everywhere 
west of the Mississippi except, pexhaps, in Eastern 
Iowa. The Dakota lines have all been built in ad- 
vance of traffic, but they are by no means crowded, or 
will not be when the country is fairly occupied. 

To what extent the activity in railroad construction 
has moved westward may perhaps be seen better by 
te following statement of the number of miles con- 
structed each year in the first tier of states west of the 
Mississippi (including Minnesota, Iowa, Missouri, Ar- 
kansas and Louisiana) and in the second tier ‘includ- 
ing Dakota, Nebraska, Kansas, Indian Territory and 
Texas). 


Year First tier. Second tier. | . Second tier 
. ee 1,242 400° | 3 
oy Se 625 543 424 
Cy) ae 135 136 3233 
1875 150 * oF 2.118 
a076.... 289 416 





Thus until last year the amount of construction was 
not very greatly different in the two tiers—less than 
40 miles when yreatest—but in 1689 nearly twice as 
much was builtin the western tier, and then, too, 
was by far the largest amount of construction there 
as ever been in the third tier, including Montana, 
Colorado and New Mexico—not less than 940 miles. 

All this with regard to the field where railroad con- 
struction has been most active deserves study, because 
it indicates where new supplies of traffic are coming 
from. Unless egregious mistakes have been made by 
those who have built these railroads, there is to be 
directly a great development of Dakota, Texas and the 
states between, and of Colorado and New Mexico. 
Within a single year the country has taken a long 
stride westward, and the extensions of the Northern 
Pacific, the Atlantic & Pacific, the Texas & Pacific 
the Denver & Rio Grande, and of several roads in 
Texas, show that still further progress in that direction 
is expected. There is doubtless a great field left, but 
it is quite possible to push this work too fast ; for, 
however, inviting the country, it will uot all of it be 
occupied at once, and while, if but a thousand miles of 
railroad 1n new country should be built in a year, the 
movement of population, concentrated on this thou- 
sand miles, might support it from the first, it is differ- 
ent if two or three thousand miles are built. A thou- 
sand miles of railroad, it should be remembered, has 
land enough for 200,000 160-acre farms within 25 miles 
of it. 

As for several years previously, the construction of 
1880 was chiefly by old companies, which were already 
operating railroads, and have much to lose by the con- 
struction of unprofitable lines; and, on the whole, the 
new roads seem to be wisely placed with reference to 
securing traffic, and to have been undertaken witha 
view to making profits from the operation, not the con- 
struction, of them. Not until near the close of the year 
did it become easy to raise money for schemes not 
undertaken by responsible corporations. There are 
now signs that capital can be had for asking, 
and if this proves to be true, we shall b2 sure to have 
a great numer of contractors’ railroads—railroads 
projected solely for the sake of the profit that may be 
made in constructing them, whos3 projectors will care 
little for and perhaps know nothing of their earning 
capacity. One would suppos? that the experience of 
the years previous to 1873 would be sufficient to pre- 
vent the public from investing in such schemes; but 
most people have short memories, it seems. 

Construction was much costlier in 188) than in 1879, 
because of the much higher prices of rails and rolling 
stock; otherwise there was not much difference. 

Among the more important lines--or at least the 
longer ones--constructed during the last year are the 
Atchison, Topeka & Santa Fe and the Southern Pacific, 
which have nearly mét, and together will complete a 
new route across the continent; the extensions of the 
Northern Pacific and the Texas & Pacific; the begin- 
ning of the Atlantic & Pacific, which is to be a third 
line to California; the line of the Chicago & North- 
western to the Missouri River in Dakota, and the great 
system of lines built by the Denver & Rio Grande to 
some Colorado mining districts. 

The 7,150 miles of road were in 246 different lines 
and buiit by or for 150 different companies. This gives 
an average of 4724 miles per company and 292g miles 








per line. This is much more than in the years of light 
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MILEAGE OF NEW RAILROAD CONSTRUCTED IN EACH STATE-AND TBRRITORY FOR NINE YEARS. 
| | 
1872. 1873. | 1874 1875, | 1876 1877. 187 | 1879. 1880. 
| | | |. 
| | | | | 
| | | os hae 
DIR co csicdasiies eens saitlaaneancke bin | 134 i. 0 | 0 22 | 7 22 
sellin Selah ae cig is: aaa rey pt: 0 0 | 0 0 | 0 0 | 0 0 
ATIZONA... 52000 ccce cece sevccccecceszes | 0 oO | 0 0 | 0 | - 380 | 142 198 
Arkansas . 156 247% 18 384) 49 734) 23 60% 
California. 195 85 140% 185 | teat 102%) 12 nae 
NT oc Saaccee cect cabkeNeeacesionke 9305 105 | 3121 | 23 111% 154 204%) 101 34844 
ON 355555 Cocsennde dis Sods Bae eens chet | 25 29 | 0 2t | y oa 0 | 0 33M 
REA Ree a eee er 210 80144 0 0 0 24 | 24034 724 
ND eiki cae noice caewenastblcsee Guusneee 2614 21 19 5 0 6 0 a 
Florida 10% 0 18 0 0 9 32 37% 
Georgia 46 122 5 4 42 67 59 45 
DS ora0.c0ct4 0 | 0 c 0 0 100 104% Ba, 
Illinois... 68f14 274% 231 200 48 103 12434 32134 
Indiana 183 seg) 209% 109% 7244 84 16414 18514 
SS era eee 142 0 0 0 4 0 0 
UR ik bao be neibhcde nan yadanciaciwanerncens 452 93 48 8444 9634) 23954 500 45634 
RRs nas ccacsnns saseapaacsnanukkabaancsy 445 36 61 “| 76 18344 556% 303g 
DUPED, 30° socccscsecsanecsetuvendsmesscres| 143 65% 314 0 138 23% 67 47% 
DD ccs cacsscacdee “Ens Bdbbasatassbe 3 0 U 0 | 0 2 0 72 1z4 
I ea ahacec hacia cake saben’ 6216 0 37% 10 | 20 0 0 20% 2 
ING. s0:45.0-5006asaaeVeesegueieunss 9L | 34 12 17 ‘| 15 0 8 21 4 34 
PNOUAS 5 oosasivrecdavens wascccaees 37 117% 27% 36 5 | 174 6 a 42h4 
EN Sh cc.ceaa  Wokakeat cas caauesae seas 571 196 18 30 46 56 141y 72h4 20 
PEINOOD, . «0:00 cisn-tn0ccnubebargew aneeseusees 307 48 26 0 34 204 3°84 450% 133514 
Ds 000 .0Kee Vode ag nteebaeeUah’.<easees £2 7 a7 0 10 8 s4b6 Py 0 
UME cscs rcccke ap er eet ae 314 23614 31 27 1€914| 36 2254 2134 31214 
NE shins case lenses ndwesnete v0 0 0 0 0 | 0 0 Tbe 
Nebraska ...... 212 41 0 22 52 69 55 285 377 
Se 18 18 40 64 | 0 0 50 71 
New Hampshire.................. 43 GO 45 15% 94 18 35 0% 
I nuiaciihne wien: Sues eeeie chien 105 40% 39 72% 84 | 81% 3 6 
OW MOMIOO. on cecacnencicecveqencrsaneresen 0 0 0 0 0 0 84 1674 
WOT NN o's'x:< sce vinnnatataabobnes nse peas 455 24214 125% 206 69% 151% 1214 9344 
North Carolina Gu 15 68 13 43 27 16 19 
ids eecacseesaasets 4561 172 172% 26 275 269 174 2044 
IN 5,0 ane) csarsns $2 0 0 0 0 0 35 G4 
Pennsylvania....... 2! 203 191% 13634 91g 119% 197 24% 
Rhode Island 0 22 14 0 9 95% 0 74 
BOE POs) is sis bes nosed” Z2dce kad tear 85 as 0 15 7 4834 16% o 
Ds Sinn sce? nner cps Henn WWES Rees ona 15 Lid 0 0 1% 214% 10 165 
WOR oi. tos arco ak ct Werks Sayeee pean BOL BROWG 15 34144 387% 185% 162 156 
rae ee ee 57 &) 59 2 CG 20 14 133 
WOON Sivicncrvedlatadeoc’ savechonme 31 53 5 32 0 7 0 64% 
EID vie sahokies sinks bWeplans Sacdbcanw eens 4914 u6 70% 0 10 16% 1644 3334 
Washington Territory .... ........60 :0s0 cee. 40 59 6 0 0 52% 5 3 
WED WEENIE «acs vines vacteeesescreccesnnes’s 76 36! 0 0 0 2M 2234 2% 
WAIN Es cnc cau aiunaicecoaeusantie aT 459% 2046 102 23 12334 62 9134 94% 
TEE ROLTMOEE 66 ocinscny cone oses 0 0 0 0 0 5 ) 0 
WOR iv scheaathoceicndscssntieseved«ise 7,340 5 5 2,025 1,561 2,450 2,515 2. 916 4,570 150 
RECA PITULATION BY SECTIONS 
1872 1873. 1874. 1875. 1876. 1877. 1878 1879 i880. 
Mar Wea (Ga. ono sc ccckscccsace sr200 ses 198 28:2 129 114 50 119 41 49 "115 
rere eee 1,010 541 387 437 259 352 344 145 302 
South Atlantic States (¢).. 244 V61 444 32 114, 92, 116 117 314 
Gulf States (d) 560 394 138 34 398) 213 218 280 837 
South Interior (€)............0.0eeeeeee 535 464 49 30 197 7 4 280 150 
WOT UNE: CF Pavcs vcssebns Sn isceune'e 1,21¢ 452 40( 166 39:5) 349 370 446 940 
RNR 5 cas cons nahaeyamensmsmesants 3,086 1,10 509 357 670 1,254 2,465 2915 
Far West Interior (h)......;..........- 180 224 122 202 * 162 307 78 1,348 
PACHEC BORGES (6) ..002s cesses cecsvosececsetos B17 135 147 180 288 152 80 220 
Ri os sisipeniShns- ab cies SEER Aaeetss 7,340 3,883 2,025 1,561, 2 460} 2315 2,916 4,570 7,150 


(a) New England includes Maine, New Hampshire, Vermont, 
Massachusetts, Rhode Island and Connecticut. 

(b) The Middle States includes New York, New Jersey, Pennsy1- 
vania, Delaware, Maryland and the District of Columbia. 

(ec) The South Atlantic states include Virginia, North Carolina, 
South Carolina and Georgia, 

id) The Gulf States include Florida, 
Louisiana and Texas. 

(e) [n the South Intertor are included Indian Territory, Arkansas. 


Alabama, Mississippi, | 


Tennessee, Kentucky and West Virginia. 

(f) The North Interior inclades Ohio, Michigan and Indiana. 

(g) The Northwest includes Illinois, Wisconsin, Minnesota, lowa 
| Missouri. Kansas, Nebraska and Dakota. 

(h) The Kar West Interior covers the district between Texas and 
| the Northwest and the Pacific States. 

(i) The Pucifie States are California, Oregon and Washington 
Territory. 





_* 1878, when but 2,916 sien of road 
there were 152 constructing companies, so 
that the average for each was then but 1914 miles, 

Of the7 


construction. 
were built, 


narrow-gauge (1314 miles 314 ft. and the rest 3 ft. gauge). 
The miles of narrow-gauge road built each year and the 
percentage of the total that was ane atid have | 
been as follows for seven years : 
Year. 


Miles. 


Year. 


Miles. P. c. of 

totals. 
33.9 
19.6 
20.3 


P.c. cf 








During the year 79 miles of narrow-gauge road were 
changed to the standard and 80 miles abandoned, while 
54 miles of standard were changed to 3 ft. The chief 
builder of narrow gauge road in 1880 was the Denver 
& Rio Grande, which completed 333 miles—more than 
was built by any other company of any gauge, by the 
way, except*the Atchison, Topeka & Santa Fe (428 
milcs), and the Chicago, Milwaukee & St. Paul (351), 
the Chicago & Northwestern ranking fourth with 310 
miles of new road. 

By the last issue of Poor’s Manual, 
length of railroad in the United States at the 
beginning of 1880 was 986,497 miles; adding 
the construction of 1880 we had 93,637 miles 
of railroad in the United States at the beginning of 
the current year. By the new census the population 
of the country on the 1st day of June was 50,152,000, 
which at the rate of increase of the last decade had 
become about 50,889,000 at the end of the year. 
The increase of population is at the rate (very nearly) 
of 21° per cent. a year; the increase in the railroad 
mileage last year was 814 per cent. At the beginning 
of the year there were 573 people per mile of railroad: 
at its end, only 543. In Europe there are 3,338 
people per mile of road ; in Sweden, where the popula- 
tion per mile of road is least, 1,667. As we said 
recently, of course this rate of construction cannot be 
maintained for any great length of ‘timie.’ Kept up for 
ten years it would give us 205,000 miles of -railroad at 
the ead of 1890, for a population of 66,000,000, or a 


the total 


,150 miles of new road, 1,453 miles were of | 


| mile of road to every 822 inhabitants. But the pros- 
pects now are for a great amount of construction in 
1881. 

Preparations have all been made for a great deal by 
| responsible companies, who have, or will easily get, the 
necessary capital. The Northern Pacific, besides push- 
ing its main line in Washington and Montana, will 
build several branches in Dakota; the Denver & Rio 
Grande will prosecute a number of lines in Colorado and 
New Mexico, and proposes building 500 miles or more 
within the year; the Texas & Pacific will probably 
be completed, and several other roads in Texas will be 
extended, probably considerable distances, toward the 
Rio Grande farther south: a long line will be begun 
in Louisiana, the Atlantic & Pacific will be extended 
toward the Pacific, many extensions of lines in Dako- 
ta will be made, and besides these there 2re number- 
less projects, which, if the capital can be ob- 
tained for them, will result in the building 
of a vast amount of road within the next two 
years. There is no doubt that too much road will be 
built. In the far West, where there is room enough 
but not yet people enough for the roads, the companies 
whose lines reach the border of the unoccupied field 
are forced torward faster than they desire to go, by 
the probability that if they do not build, a competitor 
on the right or left of their line will push forward and 
occupy the field in front of them. 

The immediate effect of this great amount of con- 
struction is very favorable to the business of the coun- 
try. There is a great demand for labor and materials; 
the iron works and nail mills are pressed to the ut- 
most ; the demand for rolling stock is so great that 
it is difficult to get orders filled without long waiting ; 
and most other industries feel the effect of this great 
expenditure of capital in construction. A sudden de- 
crease now in the annual mileage constructed from 
7,000 to 3,000 or 4,000 miles, would doubtless bring 
ruin to many; but such a decrease is sure to come, 
though it may not be sudden, and there is not the 
slightest sign of its coming now. We shall probably 
build more railroad in 1881 than ever before. 











STANDARD TIME. 


When intercourse between different regions and 
places was slow and infrequent, not much inconveni- 
ence resulted from, counting time from different 
periods at each change of longitude. Then exdet 
punctuality was not required. Railroads have, how- 
ever, changed this condition of things, and their en- 
ormous traffic can now be conducted only by a strict 
observance of time. The need of a common standard 
to count from is therefore felt more and more each 
year asthe railroad system is extended and grows more 
complicated, 

In one of the railrcad guides a list of eightly-seven 
places is given in the United States and Canada, in 
each of which the time differs from that at Wash- 
ington and ail the others, and it is said 
that ‘each one of the points named is the 
established standard for the running of trains 
upon or more roads.” It is not surprising 
then that the subject has attracted a great deal of 
attention, and that suggestions have been made, on 
different occasions, to establish a common standard 
for all railroads of the country. Quite recently a 
propesition has been made in Connecticut to fix a local 
standard for that state alone, and a bill has been 
drawn to be presented to the Legislature to compel 
the railroads there to confoim to it. If the framers 
of that law had realized the confusion which must 
result to some of the railro: ds, which extend beyond 
the limits of Connecticut, if they were compelled to 
confotm to a lecal standard, such as is proposed, they 
would hardly have attempted the adoption of a 
measure of this kind. At the western end of the 
state, the Connecticut roads must run by the time of 
New York, and at the eastern end by that of Boston, and 
in the middle probably by thatof Hartford. Each of the 
roads adjusts itself to the difficulties as best it can, and 
any legislative interference would probably only in- 
crease the difficulsy, unless it embraced the whole 
country, and applied to all the roads in it. 

One of the principal obstacles in the way of the in- 
troduction cf a standard for railroad time is the diffi- 
culty of distinguishing it, when written or spoken, 
from local time, Thus, if, for example, Washington 
time were the established stundard, and it was said in 
New York or Chicago that a train left at 8:30, the ques- 
tion would often avise whether that meant local or 
standard Washington time. This ambiguity would 
exist everywhere, excepting on the meridian of Wash- 


one 


ington. Those who use railroad guides or time-tables 
much are also often perplexed to know 


whether 8:30 means 8:30) a. mm. or p.m. In some rail- 


road guides the night hours are printed - in 
heavy or full-faced ty;e to distinguish the night 


from the day trains. In some foreign railroad guides 
a heavy line is printed alongside the column which 
represents the time of night trains, so as to distinguish 
them from day trains. To meet this difficulty, and 
also-to make it obvious always, in writing or in speech, 
whether loca! or standard time is meant, and whether 
a.m. or p. m., 1f was proposed by a correspondent in 
these columns as long ago as May 7, 1870, that the 24 
hours of standard time should each be designated by a 
separate letter instead of a number. Although we 
have called attention to this suggestion a number of 
times in these pages during the past few years, we 
venture to do so again, as the subject of standard 
time seems now to have attracted attention anew. To 
carry out this suggestion, it was proposed 
arrange letters on the face of ordinary 
and watches, as indicated in the figure here- 
with. The hands could then be set to indicate 
either local or standard time, whichever would be 
most convenient for the owner of the time-piece to 
use. The hours of the first would then be designated 
by numbers as Roman numerals, as at present, whose 
standard time would be indicated by letters. 

Quite curiously, commencing on the dial with A 
for midnight gives us exactly the right number of 
letters to bring M, which is always used to designate 
noon, to midcay. It might be best though to omit 
either I or J, because the same written character 
is used for both of these, which would be certain to 
lead to error, especially in writven train orders. 
Making A correspond with 1 o'clock, and omitting J, 
would again make M indicate noon. 

By the arrangement of letters in the engraving 
herewith, 1:30 p. m. would be B, 30, 1:30 a. m. N, 30. 
Whether this was written or spoken, it will be seen it 
would, if this system was adoped, at once distinguish 
standard from local time and a. m. from p. m. It 
would thus avoid two sources of confusion. By the 
system proposed, the present methods would not be dis- 
turbed. All that would be needed would be new faces 
for our clocks and watches and then, as als 
ready stated, persons could set the hands to keep either 
local or standard time, as would suit their convenience 


to 
clocks 











best, or two sets of hands could be used, one to indi- 
cat2 local and the other standard time. .Their form 
should of course differ materially, so that there would 
be no danger of confusing them. In order to make it 
quite obvious which indicated standard or railroad 
tinfe, the hands for the latter might be made in the 
form of asemaphorearm. Of course the hands to in- 
dicate local and those for standard time would always 
oceupy a fixed relation to each other in any given 
place. Thus, if Washington time was used in New 
York, the local minute hand would be 12 minutes 
ahead of the standard time, and the local hand } of an 
hour ahead, At Chicago the local minute hand would 
be 43 minutes behind the one which indicated standard 
time and the one hour hand 3% of an hour behind the 
other, 

This system, it is believed, would overcome all the 
difficulties in the way of adopting a standard time, and 
would be much more definite and certain in 
way than that at present in use. 

The question then comes up, what standard should 
be adopted. Connecticut, it will be seen, wants one 
of its own, which would probably go by the name of 
the nutmeg standard. New York city, having the 
largest population and being the metropolis, might as- 
sume that fact as a reason why time elsewhere should 
be made to conform to hers. The national nieridian 
now intersects Washington. ‘St. Louis would have 
claims, because it is nearer to the geographical centre, 
and it would be hard to find any paramount reason 


every 


why any one of these should be selected over 
all others. If the system proposed was* em- 
ployed, there is really no reason why any 


one place should be selected rather than another. In 
this as in some other cases it is not so important what 
is agreed upon as that some one thing be universally 
accepted. The paramount consideration, then, in 
selecting a standard, is to take that one in which the 
public generally are most likely to agree. Agreement 
is the end to be aimed at. 

There are, though, some consideratious which are 
world-wide in their influence, and which indicate that 
a standard of time might be adopted which would be- 
come universal in the whole civilized world. It has re- 
cently been reported that the Imperial Academy of 
Science at St. Petersburg has indorsed the suggestion 
made some time ago by Mr. Sanford Fleming, a Cana- 
dian engineer, for the establishment of anew prime 
meridian for the world 180 degrees from Greenwich, 
and the adoption of a standard time of reckoning. 
The British astronomers royal have given. it is said, 
unfavorable opinions of the suggestion, ‘‘ inclining to 
the Greenwich meridian as too firmly established by 
usage to be abandoned with propriety.” 

In discussing the subject the New York Herald very 
pertinently says: 

“The 180th meridian cuts the Pacific Ocean into two 
nearly equally’ parts, but it passes through no island of any 
magnitude or ‘widely khbown, and is far from any astro- 
nomical observatory or commercial centre. In fixing the 
zero point of longitude for the world, it is evidently of 
at ag moment that some point be taken which is most 
widely known, especially to navigators, who, more than 
any other class of men, refer to it. Every meridian has as 
much natural right to be the standard as any of its fellows. 
But the consideration just named is entitled to decisive 
weight, and has led to the general adoption of Greenwich, 
which most nearly fulfils the conditions required by those 
most engaged in measuring terrestrial distances on east and 
west lines. " 


* 


* The objection to Greenwich as the international stand- 
ard, if based on any ground, is based apparently on nothing 
more than silly national prejudice, w hich has operated, un- 
fortunately, to prevent concert in settlin, a point of import- 
ance to geographical and c¢: rtographical science.” 

There is very little reason for selecting one meridian 
rather than another unless we take into account the 
location with reference to the facilities for establish- 
ing ovservatories, in which case the Greenwich meri- 
dian is much the best, and the 180th perhaps the worst. 
The main point to be considered is, which meridian can 
the world be induced to agree on with the least diffi- 
culty. Under that test Greenwich would unquestion- 

ably be selected. To take any other would throw our 
geographies and our navigators into confusion. 

Tf then a new standard of railroad time is adopted, 
why not take that of the meridian of Greenwich? If 
that were done in this country, it would at once bring 
our whole system of time in agreement with that which 
is almost universally used in navigation over the whole 
civilized worl). British railroads are now all run by 
Greenwich time. British ships and ours—the few we 
have—all sail by it, ancif ourrailroads should conform 
to that standard, its use would be extended over 12! 
degrees of longitude in the northern hemisphere, and 
commerce might be trusted to extend it to the rest of 
the world. 

The important thing though, is to adopt a common 
standard. If our national pride will net permit us to 
use the meridian of another country, let us select that 
of Washington. If we agreed upon that orany other, 





it would afford great facilities for regulating our clocks 
and watches daily from the observations in the coun- 
try, and then Yale could not clamor in Connecticut for 
New Haven time, while Cambridge was urging Boston 
as the only proper place for any well regulated rail- 
road to get its time from. At present, Washington 
University in St. Louis regulates the time of that 
city, at the quality of which doubtless the University 
of Chicago sneers disapprovingly. 
ard, and it would cause all 
country to act in unison and reduce the 
present conflicting time-tables by which it sometimes 
happens that .different trains must observe different 
times on the same 
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rack, and which, oftener still, per- 
plex travelers who must in 
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Growth and Trafiic of Missouri 


River Towns. 


The great amount of new railroad construc and the 
rapid growth of population west of the Missouri make it im- 
portant to inquire where the traffic centres of that country 
will be. Nearly allits growth has been during the fifteen 
years since the war, and the changes tave been so great and 
so rapid that it has not been easy to see w! the traffic of 
this vast territory would concentrate. Susiness men and 
speculators in real estate give great attention to these mat- 
ters, but they, and especiaily the latter, are so interested 
that their representations Lave to he taken with many grains 
of allowance; they exaggerate the advantages and the actual 
population of their own towns, and depreciate those of all 
others that may be competitors. 

The census, however, gives trustworthy 
which we can trace the progress of these 
towns for the last decad2, within which the railroad sys- 
tems which bring them traffic and largely determine the 
conditions of their existence have been chiefly created. 

Below we give the population of the six leading towns on 
the Missouri River from Omaha to Kansas City, inclusive, a 
distance of 200 miles: 


tion 


ere 


us some data by 


Missouri River 








1880, 1879. Ine. or Dec Pr. @. 

Omaha...... . 80,518 16,083 Inc. 14,435 89.8 
ouncil Bluffs . 18,059 10,020 - 8,039 80.2 
St. Joseph..... 32,484 19.565 12,919 66.0 
Atchison..... 15,106 7,054 8, 05 2 114.2 
Leavenworth, 16,550 Si Dec. 1,32: 7.4 
Kansas City.. 55,813 2,260 Ine. 73.0 
Total ...<.8.. - 168,530 102,855 Ine. 65,675 62.9 


Almost universally the rafe of increase decreases as the 
population increases, and the doubling of the population of 
5,000 in ten years is a very much commoner event than an 
increase of 50 per cent. in tiie population of 30,000 in the 
same time. Thus Chicago’s percentages of increase in suc 
cessive decades has been : 





Decade. Population. DP. c. of increase. 
1840 to 150 .. . 4,853 to 29,963 1,175.0 
1850 to 1860 .... . 29,963 to 1iz 2,172 241.0 
1860 to 1870....... .112,172 to 298, 977 166.6 
1870 to 1880 . 298,977 to é 503,: 304 68.3 


Chicago has had a more rapid growth than any other city, 
afid especially since it has been a large city, and in the last 
decade its rate of growth, we see, ha 


s been greater than the 


average of the Missouri River towns—the amount of its 
growth in this decade, by the way, was greater than the 


total population of those six places. No other place of 100,- 
000 inhabitants increased in the same proportion, the greatest 
gain being 5614 per cent., in San Francisco, and no other 
place of 200, 000 inhabitants gained as maue h as 40 per cent., 
except Brooklyn. 

Taking this into consideration, the growth of Kansas City 
has been the most notable. In 1870 it had 31.4 per cent. of 
the aggregate population of the six cities; in 1880, 3° 
cent., so that it fully maintains ‘ts lead. 

However, the two northern towns come but little into 
competition with the others, anc are not included in the rail- 
road companies’ classification cf ‘* Missouri River poizts,” 
being supported chiefly by Nebraska tra‘tic, and that of 
the country beyond reached by the Union Pacific Railroad. 
If we exclude O:nana and Council Bluffs, these (which to- 
gether make a town nearly large Kansas City) we 
have the population of the ‘‘ Missouri River points” grow- 
ing from 76,752 in 1870 to 119,953 in 1880, which is at the 
rate of 56.3 per cent., against an increase of 86 per cent. at 
the two northern towns. Of this population Kansas City 
had 42 per cent. in 1870, and 46'¢ in 1850. 

The results of the decade seem to put Leavenworth out of 
the race altogether in the competition for the trans-Missouri 
trade, and give Kansas City such a lead tbat it will always 
remain the chief Missouri River city—at least chief of the 
southern group. Butthe rapid growth of St. Joseph and 
Atchison also indicate that there is not to be such a concen- 
tration of trade ‘n one great city as there is at Chicage and 
St. Louis, but there are to be several moderate cities among 
whom the trade will be divided. This, however, is now yet 
settled. Now every one i the railroads that reaches any Mis- 
souri River point from the east has been compelled to make 
aline to Kansas City, and this, for the first time it 
chance to concentrate the Kansas traffic. 

Council Bluffs and Omaha have now more near-by country 
in which rapid growth may be expected than any of the 
towns further south. Until recently they have had to de- 
pend chiefiy on the traffic of tho Union Pacific Railroad, 
which was a long line without branches. The fertile part of 
the state south of the Platte was rapidly settled, it is true, 
but until recently neariy ali the railroads that served this 
country were lines interested in not carrying to Omaha, but 
rather in sending traffic across the Missouri at Plattsmouth, 
or still further south. But within the past two years the Union 
Pacific has built several branches in this distriet, and, more- 
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over, the eae & Missouri River road, which includes 
encet of the Nebraska lines south of the Platte, has appar- 
ently found it necessary to give more attention to carrying 
to the lecal markets at_Omaha and Council Bluffs, the latter 
of which it can now reach by its own bridge at Plattsmouth. 

But the greatest change in recent years has been the rapid 
occupation of the part of Nebraska north of the Platte by 
railroads and settlers. It is somewhat remarkable that after 
Southern Nebraska was settled for two hundred miles west 
of the Missouri, there were very few people and few rail- 
roads north of the Platte in that state, except for a few miies 
west of the Missouri. Now here again all has changed within 
two years. Numerous railroads have been. built here, 
several by the Union Pacific, which carries all its freight 
to these two towns. The other lines can carry to river 
crossings further north, but they all have outlets at Omaha, 
and here and at Council Bluffs it may be possible hereafter 
to concentrate the traffic of Nebraska pretty completely. 


Record of New Railroad Construction. 


This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows: 

New York & New Enyland.—Extended from the Con- 
necticut state line west to Brewsters, N. Y., 6 miles. 

Texas Pacific.—Extended west to Abilene, Tex., 
miles. 

Little Rock, Mississippi River & Tewas.—Track laid from 
Little Rock, Ark., southward to Bayou Fourche, 4 miles. 

This a total of 22 miles of new railroad, making 47 
miles reported thus far in 1881. 
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Calvert Street Bridge, Baltimore. 





Tie full-page engraving we give this week shows this 
structure, which was built in Baltimore during the last year, 
It carries Calvert street, which 1s one of the principal streets 
of Baltimore, across Jones’ Falls and the Northera Central 
Railroad. The latter is located in a ravine, along the stream, 
which somewhat curiously is called Jones’ Falls, although 
there are no falls in it excepting those produced by mill 
dams. The grade of the street is considerably higher than 
the ravine, as is indicated by the engraving. 

The bridge has more decoration on it than is often found 
on iron structures of this kind. Much of this it has been im- 
possible to reproduce in the engraving, excepting so as to 
show the general effect. Néxt week we will publish a de 
scription and detailed engravings, showing the construction, 
and also the ornamentation, of the bridge. 





The Effect of Speed on Train Expenses. 


In the Engineering and Mining Journai of Dec. 11 ap- 
peared the following communication criticising Mr. Albert 
¥ink’s ‘‘ Cost of Passenger Traffic ”: 

The financial prosperity of railways is a matter of primary 
importance among all civilized communities. It is probably 
in the United States that the influence of enlightened public 
opinion is most swift and certain in its action. I therefore 
ask for room in your columns for a few remarks on a subject 
which I have already brought forward in the most important 
journals of the United Kingdom. 

I refer to the profound ignorance in which railway share- 
holders are kept as to the profit and loss of the three main 
branches of their trade as carriers, namely, passengers, 
goods that can aiford to pay for rapid transmission, and 
such materials as cannot afford to pay for speed. 

In England, no attempt is made to distinguish the cost, 
and thus the pr fit or loss, of these different branches of 
business. The Board of Trade has pointed this out in its 
reports year after year; but Par liament has not interfered, 
and the companies refuse to allow any inquiry to be made 
into the subject. 

In France, iv Hungary, in Italy, in British India, and in 
New South Wales, the oiicial returns throw a very distinct 
= on the qyestion. 

In the United States, the details of railway expenditure 
have been published, in some cases, as by Mr. Albert Fink, 
with an elaborate care that demands the highest praise. But 
the same fatal assumption that has caused so much loss in 
England underlies even thes? tables. In his ‘‘ Investigation 
into the Cost of Passenger Trailic,” Mr. Fink remarks: ‘ It 
may be said that a proper division of this expenditure (that 
of maintenance of way) should be based upon the relative 
weight of each class of trains. A division upon tiis basis 
would make the cost per mile of a passenger train l ss than 
that of freight trains. * * the absence of data frum 
which to determine the relative « cost, * * we assume the 
cost of repairs of rails and adjustment of track to be the 
same for passenger and freight trains.” 

As the freight trains weigh from two to three times as 
much as the passenger trains, . this assumption, if erroneous, 
invalidates the accuracy of the whole distribution of cost on 
the railways of the United States; and by inducing manag- 
ers to carry non-paying freight at the cost of a Tu crative 
passenger tratlic, has tended to produce great disasters. 

am prepared to discuss the question freely. At the 
present moment, I content myself with adducing three 
proofs of the truth of ny views 

1. Of these the first is the 7 report t presented to the Royal 
Hungarian Academy of Science, by Herr Von Szabo, which 
has been published ia the Giornale del Genio Civile (an. 16, 
p. 367), and of which an abstract is givenin vol. 54 of the 
** Proceedings of the Institution of Civil Engineers,” Con- 
trary to his own anticipation, although in accordance with 
the principles of mechanical law, the professor has ascer- 
tained, from the statistics of eleven German railways, that 
‘‘the speed of the trains has no perceptible influence on the 
cost of the way. 

In the investigations as to the substitution of steel for 
iron rails on the English railways (see ‘‘ Proceedings of the 
Institution of Civil Engineers,” vol. 26, p. 167), the supe- 
rior durability of the former? which is to that of the latter 
as 120 to 7, was measured by the weights of the trains run- 
— over the rails. 

The report of the Commissioner for 
South Wales, for the year 1877, gives 
earnings of the different kinds of goods traffic. The earn- 
ings of “coal, at the freizht of one penny per ton per mile, 
are .027 of a penny, or twenty-seven pounds net profit out 
of every thousand pounds spent in carriage. A small profit 
may be acceptable on lines which are very scant of traffic; 
but when a poor paying trade interferes with a lucrative 
trade. it becomes a dead loss. 
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The application of this rule for the correct distribution of 
working cost may be illustrated thus: 

On the Louisville & Nashville Railroad, in 1873, accord- 
ing to the pamphlet by Mr. Fink before a? the earnings 
per mile of a passenger train were $2.11, and those of a 
goods train, $2.41. The operating expenses are tabulated 
at $1.42 and $1.59 per train mile, respectively, leaving a 
profit of 69 cents and of 89 cents to cover interest. 


The gross weights of the trains averaged 112.43 
tons for passengers, and 259.45 tons for freight. 
The average ‘working cost all round, was $1.54 
per train. The proportionate working costs, if 


equally distributed, are 90 cents per mile for the passenger 
trains, and $2.07 per mile for the freight trains. Thus the 
former earns a net profit of $1.21, while the latter only 
earns a net profit of 33 cents. This is subject to a small 
correction depending on the speed of tbe trains, for which 
data are not given. But in every line of railway, there is a 
certain normal speed of maximum economy, depending 


on cost of fuel, rate of wages and_ gradients. 
On most lines in the United Kingdom this 
normal speed is between 25 and 35. miles per 


hour, and the cost per mile is increased by any variation of 
this speed, either in excessor in defect. In the first case, 
the cost of fuel becomes excessive; ift the second case, the 
payment for wages becomes excessive. It can not be stated, 
without full information on these particulars, what is the 
most economical speed for the Louisville & Nashville trains; 
but the correction to be made on the foregoing figures, in 
whichever direction it may be due, is not likely to be of 
great amount. Z 

It will thus be seen that a very slight rebate on charges 
for freight would render the freight traffic an absolute, as it 
is already in many cases a partial, loss. It is at the expense 
of the passenger that iow treights are accepted by railway 
‘companies. Francis R.Conper, C.E. 

GUILDFORD, Sussex, ENGLAND. 

The following reply to the above, by Mr. Fink, appeared 
in the Engineering and Mining Journal of Dec. 25 : 

In the communication addressed to you by Mr. F. R. Con- 
der, C.E., of Guildford, England, published in your paper of 
Dec. 11, and headed ‘Passenger vs. Freight Traffic 
as a Source of Railroad Revenue,” the relative cost of pas- 
senger and freight traffic is discussed, and, after speaking of 
the importance of obtaining correct information upon this 
subject and the deficieacy of English railroad reports re- 
garding it, reference is made to the estimates of relative 
cost of freight and passenger trains, published by me in a 
pamphlet on ‘Cost of Transportation” some seven years 
ago, Mr. Conder says : 

‘‘In the United States, the details of railway expenditures 
have been published in some cases, as by Mr. Albert Fink, 
with anelaborate care that demands the highest praise. 
But the same fatal assumption that has caused so much loss 
in England underlies even these tables. In his ‘ Investiga- 
tion into the Cost of Passenger Traffic’ Mr. Fink remarks: 
‘It may be said that a proper division of this expenditure 
(that of maintenance of way) should be based upon the rela- 
tive weight of each class of trains. <A division upon this 
basis would make the cost per mile of a passenger train less 
than that of freight trains. In the absence of data from 
which to determine the relative cost, * * * we assume 
the cost of repairs of rails and adjustment of track to he the 
same for passenger end freight trains.’ 

“ As the freight trains weigh from two to three times as 
much as the passenger trains, this assumption, if erroneous, 
invalidates the accuracy of the whole distribution of cost 
on the railways of the United States, and by inducing man- 
agers to carry non-paying freight at the cost of a lucrative 
passenger traffic has tended to produce great disasters.” 

Mr. Conder then adduces proof which supports the theory 
that ‘‘the speed of the trains has no perceptible influence on 
the cost of the way,” and upon this theory he corrects the 
estimates I made of the relative cost of passenger and freight 
trains on the Louisville & Nashville Railroad. Accordingly, 
he finds that~— 


The cost of passenger trains per mile should be 90c. instead 


gAnd the 
Revenue from passenger trains per mile $1.21 instead of.... 69c. 
- “ freight ” - * 33 cts. * > noni ae 

These are, of course, very great differences between two 
estimates of the relative cost of passenger and freight traffic 
based upon the same data. Should it not be possible to 
establish correct principles leading to nearer approximation 
of results, all estimates of this kind would possess no prac- 
tical value. I believe, however, that I shall be able to show 
that my estimates are correct, and that Mr. Conder has 
fallen into an error in his entleavors to correct the same. 

Mr. Conder assumes that the total cost of maintenance of 
wey per train mile of passenger and freight trains is in 
exact proportion of the weight of the trains, and he dis- 
tributes the expense accordinglv. The fact is, that only a 
portion of the expense of maintenance of way is affected by 
the weight of trains, such as the repairs of the rails and 
adjustment of track, while other items of cost, and the 
greater portion of them, are entirely independent of the 
—- passing over the road. ; 

In the accounts kept by the Louisville & Nashville Rail- 
road, the cost of maintenance of way is divided in the 
following sub-accounts : 


1. Repairs and renewal of ballast. 

2. Repairs of road tools. 

3. Repairs of hand and dump cars. 

4. Extraordinary repairs (made necessary by freshets, 


etc.). 

5. Ditching and culvert masonry. 

6. Cost of cross-ties. 

7. Labor, replacing ties. 

8. Train expenses, hauling ties. 

9. Wages of watchmen of roadway. 

10. Bridge superstructure repairs. 

11. Bridge masonry repairs. 

12. Bridge watchmen. 

13. General expense—office clerks’ salaries. 

f Renewal of rails, cost of material. 
| Labor, replacing rails. 
. Joint fastenings. 
| Switches. 
| Train expenses, transportation of material. 

15. Adjustment of track. 

Of these fifteen items, making up the total cost of main- 
tenance of way, items 14 and 15, ‘ Repairs of rail” -and 
* Adjustment of track,” are the only items affected by the 
weight passing over the road, while all the other items—1 to 
13—are independent of weight, as will readily occur to 
the reader by examining the above accounts. It should be 
understood that in the account of the cost of ‘ adjustment 
of track” is included the cost of the work of leveling and 
aligning the track, made necessary by the passage of each 
train over the road, and nothing else. Ona well-built, solid 
road, thisexpense will be comparatively small, but upon 
new and unfinished roads, when the crossties are 
laid upon the soil of which the embankment may hap- 
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pen to be. composed, without broken stone or 
gravel foundation, the expense will be found considerable, 
especially in the rainy seasons of the year. The item of cost 
of ‘‘ adjustment of track” was purposely ascertained from 
actual observation on the Louisville & Nashviile Railroad 
(for the last twenty years), in order to estimate the influence 
of weight of trains upon the cost of repairs. In all other rail- 
road accounts, I believe thisitem is not reported separately, 
but is included in and mixed up with the cost of work that is 
eutirely independent of weight, and therefore no correct de- 
ductions can be drawn from these reports as to the exact in- 
fluence of weight upon cost of repairs. 

I am perfectly in accord with the theory that the speed of 
tbe train has no pe tible influence upon the wear of the 
rail upon a smooth track, and the cost ot repairing rails and 
of the adjustment of track per train-mile could be estimated 
in exact proportion of the weight of trains regardless of 
speed, were it not that the theoretical assumption of a 
smooth track cannot be realized in practice. When uneven- 
ness occurs in th» track, defective or open and low joints, 
which happen, of course, a great deal more upon the new 
and unfinished railroads in this country, than upon the 
solidly built and old roads of the old country, the speed of 
the trains becomes a very serious and important element in 
the cost of repairing rails and adjustment of track—one that 
cannot be neglected altogether in any estimates of the cost 
ef operation. What is the exact influence of speed upon the 
cost is of course impossible to ascertain with mathematical 
correctness; but this we may safely assume, that the cost due 
to repairs of rails per ton of a fast train is something more 
than the cost per ton of a slow train, and that the additional 
cost due to speed is the great2r, the more imperfect the 
roadway and track. 

For this reason, I assumed, in :ny estimates of the relative 
cost of passenger and freight trains on the Louisville & 
Nashville Railroad, which road, at the time these estimates 
were made, was by no means in perfect condition, that the 
repairs of rails and adjustment of track (the only two items 
of cost of maintenance of way affected by weight) for a pas- 
senger train weighing one-half of a freight train, but run- 
ning at double the speed, was the same per mile run as the 
cost of a freight train: and, in order to show the possible 
error which might be committed by this assumption, as 
compared with an estimate based upoa the exact relative 
weight of the trains, 1 showed that the allowance for the 
effect of speed would be, at the then cost of material and 
labor, 5.4 cents per train-mile—a difference, at presert 

rices, reduced by more than one-half. I was further induced 
5 make this additional allowance in the cost of 
passenger trains on account of the greater weight of the lo- 
comotives, relative to the weight of the cars of a passenger 
train, as compared with the relative weight of a locomotive to 
the cars on a freight train; upon the ground that a ton of loco- 
motive causes a greater wear to the rail—perhaps from two 
to four times greater—than a ton of the train it draws—a 
difference due to the greater concentration of the weight 
upon the drivers of the locomotive, and also on account of 
the larger wheel-base of the locomotive. For these reasons, 
the average wear per ton of passenger trains must be greater 
than the average wear per ton of freight trains. It was not 
my intention to assume that the cost of repairs of rail and 
adjustment of track would be in all cases the same for freight 
or passenger trains per mile run, independently of their rela- 
tive weight. 1do not agree with the theory advanced by 
some eminent English engineers, that the speed of the train 
multiplied by the weight forms the proper measure of the 
relative wear caused hy trains. When the freight trains 
weigh from three to four times as much as the passenger 
trains, I would modify this estimate, and would do this also 
in cases where I had to deal with a perfect road-bed. 

It must be borne in mind that ~ 4 estimate applied to a 
particular road; upon which it so happened that the aver- 
age weight of passenger trains was about one-half that of 
freight trains, and the average speed of passenger traius 
was about double that of freight trains, and that the condi- 
tion of the track was then by no means as perfect as it could 
be, and since has been, made. Upon roads upon which the 
track is as nearly perfect as practicable, Ihave no doubt that 
the relative cost of repairs of rail and adjustment of track 
per train-mile may be taken more nearly asthe weight of 
the trains. But after all, the difference in estimating one 
way or the other, not exceeding more than perhaps 2 cents 
per train-mile, does not materially affect the correctness of 
the estimate. 

The great difference which is shown by a comparison of 
the estimates as proposed by Mr. Conder with my estimates 
results from Mr. Conder’s erroneous assumption that the 
total cost of maintenance of wey, including the items from 
1 to 13, and not only the repairs of rails, should be distrib- 
uted between passenger and freight trains in proportion to 
the weight of these trains—items of cost which are entirely 
independent of the tonnage that passes over the road. What 
has the decay of ties, the cleaning out of ditches and drains, 
the repairs of bridges and culverts, the repairs to the road- 
bed made necessary by rains, snows and storms, to do with 
the weight of the trains / 

In determining the correct principle of distribution of the 
class of expenses named in accounts of 1 to 13, between 
freight and passenger traffic, I assume that the railroad was 
owned by a separate company, and was to be leased to two 
parties—one to carry on the passenger and the other the 
freight business, as common carriers, and the proprietor 
of the road was called upon to make an equitable charge 
for the use of the roadway to each of these parties. 
The question would then arise, upon what principle 
these parties should bear their proper proportions of that 
part of the cost of the maintenance of way which is 
uninfluenced by the weight of the trains, namely, the items 
of cost named in accounts 1 to 13. 

The measure of the full capacity and usefulness of the road 
to the proprietor would _ be the total number of traius that 
could be run over the road. If itcan be shown that of two 
roads ing the same characteristics, one devoted exclu- 
sively to passenger traffic, the®other to freight traffic, the 
same number of trains could be run over each when the 
road is taxed to its full capacity, then the charge for each 
kind of service per train-mile should be the same, as in each 
case they would vield the same amount of total revenue to 
the proprietors. 

But if, on the other hand, there was some peculiarity in 


the service of one vor’ the other class of trains 
which prevented the same number of trains 
to be run over two roads _ possessing the 


same characteristics, the charges per mile for the passenger 
and freight trains should be so regulated as to secure to the 
owners of these two roads the same amount of total revenue 
on each road, at the time the roads are taxed to their full 
capacity. It is upon this principle that the expenses enum- 
erated above, from 1 to 13, should be distributed between 
the passenger and freight trains. 

At first sight it may appear that the charges should be 
regulated according to the relative time which the road is 
occupied by freight and passenger trains, a basis of esti- 
mate which would be in favor of passenger trains. But the 
speed of the trains does not determine directly the ultimate 
number of trains that can be run over the road: it is the 
interval of time at which trains can be safely run @part 
Which determines the ultimate capacity of the road. 


This! 





interval depends again upon the speed of the train ; but the 
" tenneee the speed, the greater should be the interval of time 

tween two trains, and the fewer the number of trains. 
Upon this consideration, the cost per passenger train-mile 
—— be estimated greater than that per freight train- 
mile. 

But upon the other hand, the appliances used for control- 
ling the speed for passenger trains are much more perfect 
than those used on freight trains, so that a lighter but faster 
passenger train may be brought to a stop in the same time 
as a heavier and slower freight train. It is upon this 
assumption that this is being done that I propose to estimate 
the ultimate capacity of a road as regards the number of 
trains that can be run over it to be the same for passenger 
and for freight trains, and hence the cost per train-mile is 
estimated the same for the items of expense enumerated 
from 1 to 13. 

lt may be said that on account of the greater privileges 
accorded to the passenger trains, which have the right of 
way over freight trains, an extra charge should be made for 
passenger trains. It is true that freight trains have fre- 
quently to wait upon passenger trains, by which the ulti- 
mate capacity of the road for freight service must be re- 
duced. To the extent to which this reduction would de- 
crease the revenue from freight service, the passenger ser- 
vice should be charged with it. 

But it seems hardly vecessary to enter into such niceties 
in an estimate in which, after all, mathematica! precision 
can not be obtained, and I prefer, therefore, to adopt the 
simple rule according to which the expenses of repairs of 
roadway, as far as they are uninfluenced by weight of 
trains, are estimated the seme per passenger and freight 
train-mile. Of course, those who wish to go further into 

articulars can work out the problem more accurately. I 

lieve the principles upon which the estimates are to be 
made. as explained above, are correct. Until better advised 
I shall therefore adhere to the correctness of my estimates 
as published in the pamphlet from which Mr. Conder has 
quoted, and must refuse to accept his correction. 

I, however, fully agree with Mr. Conder as to the import- 
ance he attaches to obtaining more and correct information 
regarding the relative cost of and revenue derived from the 
different classes of service performed upon our railroads. 
He will be entitled to mucb credit if he san interest railroad 
managers in the subject, and by an interchange of views 
lead the way to an agreement as to the correct principles 
upon which these estimates could be uniformly based. 

In conclusion, I will call the attention of English readers 
of my pamphlet on the ‘‘ Cost of Transportation,” to the fact, 
that the table published shows the cost of operation of 
the Louisville & Nashville Railroad from 1867 to 1873; 
since that time, the cost of railroad operation has been 
— reduced on all the roads in the United States, so 
that the figures given in my reports give no correct idea 
of the present state of affairs, but are only useful in show- 
ing the methods that should be adopted in keeping and 
analyzing railroad accounts. 

On the main stem of the Louisville & Nashville Railroad 
the cost per freight ton-mile in 1873 was 1.44 cents, and in 
1879 it was 0.767 cents, showing a reduction of 46 per cent. 
On the Pevnsylvania Railroad, the cost per freight ton-mile 
in 1873 was 0.886 cents, and in 1879 0.483 cents, a reduc- 
tion of 45 per cent. It is not necessary, and would lead here 
too far, to enter into the causes which have made possible 
such a great and general reduction in the cost of transporta- 
tion, although it would be interesting to account for this 
change. Apologizing for the already too great lengih of 
this communication, I am, respectfully yours, 

NEw YorK, Dec. 21, 1880. ALBERT FINK. 


Additional Width of Gauge on Railroad Curves. 
[Paper by Thomas Doane, read before the Boston Society of Civil 
Engineers}. 


Some two or three years ago, an inquiry was made 
through the Railroad Gazette as to making the gauge of 
railroad tracks wider upon curves than upon straigit lines. 
The editor asked tor information upon that subject, but, so 
far as I know, the matter has had no further attention, 
though it is a very important one. 

As long ago as 1870, in laying track, | widened the gauge 
upon curves, but having turned over the road to the oper- 
ating department upon its completion, I had no opportunity 
to further study the experiment, and have therefore re- 
mained silent. 

During a recent visit to the road referred to, I learned 
something further about it, which may, perhaps, be interest- 
ing to the members of our Society: certainiy to those who 
have to do with railroads. 

The experiment alluded to above was made tipon the Bur- 
lington & Missouri River Railroad in Nebrask« 

Previous observation had shown me that, though the 
tracks upon the straight lines and upon the curves had been 
originally laid to the same gauge, the gauge upon the 
curves was soon widered out by use. Ido not now remem- 
ber whether my observation showed a moveiment of but one, 
or of both rails, but 1 concluded that the widening of gauge 
was due to the stiffness of car trucks, and their failure fully 
to traverse upon the curves, and nof to centrifugal motion. 
If this were the fact, it would even then be probabie that 
the exterior rail of the curve would suffer the greater move- 
ment. Simple stiffness of trucks would be likely to affect 
both rails equally, but adding to this influence that of cen- 
trifugal force, unless it be fully counteracted by difference 
of elevation, and the exterior rail would show the greater 
displacement. 

his condition of things showed a want of fitness between 
the track and the rolling stock, and a consequent unneces- 
sary, if avoidable, wear and tear upon both, and a waste of 
motive power. 

It seemed to me that if the moviog trains were bound to 
take more room between the rails, that it vould be better to 
give it to them at the first. Then the rails would be firmly 
seated and remain in their places. If this is not done, and 
the rails are laid to straight line, or close gauge, then the 
heads of the rails wili be forced apart, the rails will be tipped 
on to their outer edges, either cutting into the ties or pulling 
their interior spikes, or both, thus loosening and disjointing 
the whole permanent way. So long as the gauge remains 
too narrow for the trains, there must result from the friction 
between the wheel flanges and the rails great wear and 
destruction of both. 

If the gauge of curves be made open and loose, the coning 
of wheels wiil be utilized. 

And, further, an engine will haul a larger load than ifthe 
train is pinched between rails too closely laid. 

And, what is perhaps of more importance than anything 
else, greater patty is secured upon a track with an open 
gauge, in which the rails are firmly secured in the places 
where they are to remain, than upon a loose end and de- 
formed track. 

Upon the main line of the Nebraska road, the curve of 
greatest radius iz a 30’ curve, and of least radius a 3 30’ 
eurve. In laying track-on al! curves of less than 2 the 

auge was increased from straight line gauge inch, or to 
Tt 8% in. and 2° cirves and over were lnid to 4 gauge of 
4tt.9 in., being an increase of half an inch over straighi*® 
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line gauge. Three sets of gauges were furnished the section 
men, of the lengths stated above for the cvrves, with the equity 
usual straight line gauge of 4 ft. 814 in.,and the men were 
held to the use of them, until the road was turned over to | 
the operating department by the engineering and construct- 


ing department. 
At that time a new road-master came in, who either did 


not understand, or did not appreciate what had been done 


by his predecessors, and curved track was 
brought to the straight line guage of 4 ft. 8}¢ in. 

Siuce this road-master left, the tracks upon the curves, 
while undergoing repairs, have been restored to their origi- 
nal gauges, and have so remained now for several years. 


The man pow in charge says that the practice gives great 


satisfaction; that the tracks — the curves are maintained 
in good condition, at very little expense; that the wear of 
rails is sensibly diminished; that the engines can haul a 


maximum load, and that no accidents have occurred from in- | 


creasing the gauge. 

I have been told that, on hearing of laying track with open 
gauge upon curves, the officers of the Atchison, Topeka & 
Santa Fe Railroad adopted the plan for their road. 

As there was but one curve on the Nebraska road of shorter 


radius than that of a 3° curve, no attempts were made to | 


widen gauge, more than the half-inch aliuded to. I have no 
doubt, however, that it would be entirely safe and wise to 
widen to the extent of one inch, or slightly more. The tread 
of our railroad car wheels is sutlicient to prevent the wheel 
from dropping from the rail even then, and if laid 114 in. 


open, the tread of the wheel. as now made, would cover | 


about all of the tread of the rail, 

Since writing the above I bave had occasion to refer to the 
matter of resistance of curves to traius; and in an article by 
Baron Von Weber I find the subject of widening gauge on 
curves incidentally alluded to. L was therefore mistaken in 
saying that the matter had no further attention since the 
inquiry; of the Gazette had been made, but as it did not 
appear under a head distinctly bringing tbe subject to notice, 
it may have escaped the eye of the original inquirer, as it 
did mine. 

The expermments of Von Weber were made in 1876-7 ¢ 
and his article, entitled “‘Train Resistance on Curves,” ap- 
peared in the Railroad Gazette of June 11, 1880. 

Item No. 9 of a summary of the above is as follows: A 
reduction of the additional width ef gauge on curves cus- 
tomary on the Bavarian roads, one-half or more, contrary to 
expectation, caused an increase in the resistance. The ad- 
ditional width given on these roads is :— 


— 


Additional | Additional 
Width Gauge Width Gauge 
in Meters. in Inches. 


Radius in) Radius in 


| Degree of 
leters. ‘eet. Cu 


Ive. 








750 M. 2,482 feet 2° 18’ 0.008 M. 0.32 inch. 
Se “ | Jaa 3° «9/ 0.014 * 0.56 ** 
400 * 1330 “* 4° 20/ 0.020 ** 0.80 
300 * 993 “ 5° 45/ 0.025 * 100 








This result, however, cannot as yet be considered as fully 
established. This is the end of the quotation. 

It would seem, then, that the widening of curve gauge 
upon the railroads of Bavaria is now usuai, but how far back 
the custom extends is not shown by Von Weber’s article. 

It appears trom the experiments that the reducing of the 
additional width of gauge increased the resistance to the 
passage of trains. The converse would therefore be true, 
within certain limits, that an additional width of gauge 
would decrease the resistance. Thisis in accordance with 
my own theory and experience, and it is to be hoped engi- 
neers will give the matter further attention and experi- 
ment. 

The gauge of the tracks of Bavarian railroads is not given 
in Von Weter’s article; but presuming it to be not very 
different from the standard American of 4 71 ft.,* there seems 
to be a very close agreement between the additional widen- 
ings which I gave tae curves of different degrees in 1870, and 
those which are now used on the Bavarian railroads. 

If I had been living in a country, or at a time, when engi- 
neers were expected to think and work in metrical terms, 
there might have been a still closer agreement. 








Sheep-Shearing—A Vermont Fable. 





There was a certain Vermont farmer named Brown, who 
owned a large sheep farm, and who, once on a time, finding 
himself in difficulties, came down to Bostor and consulted 
his brother-in-law, who was a lawyer, as to ways and means 
of raising money. The lawyer, who was a keen man of 
business and had money to spare, agreed to lend the farmer 
such sums as he required, provided the latter would give 
him a first mortgage on the sbeep farm. The farmer assented 
to this, the mortgage was duly made and recorded, and the 
rene returned heme to Vermont with money in his 
pocket. 

‘Time went on andthe farmer paid interest promptly, the 
same passing through the hands of one John Smith, who 
was a man of mark in the farmer’s neighborhood, and had 


accordingly been deputed by the Boston lawyer to receive | 


the interest and forward the same to him. 


At length, however, Farmer Brown finding little market | 


for his wool, and having invested in certain worthless out- 
lying farms, again fell into difficulties, and this time sought 
the advice and. assistance of his neighbor Smith, who, after 
looking over the matter, agreed to advance Brown certain 
sums and take security by mortgage of the farmer’s carts, 
wagons, horses, sbeep-shears, and other personal property, 
_ farm itself being already mortgaged to the Boston 
aw yer. 

But Brown still failed to prosper, and at length could pay 
interest neither to the lawyer nor tu Smith. Then it was 
agreed that his assets should be fairly divided between the 
two mortgagees, and Squire Joyce, a Justice of the Peace in 
the neighborhood, who was a member of the same church 
as Smitb, was selected to act as referee. The partics met 
at the Squire’s office, and each spoke for himself, the lawyer 
first. Said he : ** I have a first mortgage on the farm, duly 
executed and recorded, and of course the farm must belong 
to me. 

“Not much !” said Smith, ‘‘I have a mortgage later than 
yours on the personal property, and if that isn’t enough to 
cover my debt I shall grab the farm too. 
superior to yours. Isn’t that so, squire ?” 

‘he squire hemmed and hawed and finally said to the law- 
yer : ** You consented to Smith’s mortgage, didn’t you ?” 

* Never !” said the lawyer. 

“That makes no difference, 
for you !” 

** Jes’ so, jes’ so?” said the squire, ‘‘I remember. 
whole business was mighty simple. 


» interrupted Smith, ‘I did it 


The 
You jest consented as 


this Boston man’s attorney to Brown’s making a mortgage | 


you. 

“But what of it,” cried the lawyer. ‘‘ He couldn’t 
. any binding assent to make his mortgage better 
mine. ; 
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* It is that, precisely.—Epiror RaILRoaD 
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gradually | 


My equity is} 


“‘ Perhaps notin law,” said the squire; “‘ but in equity, in 
y, my dear sir; we go by equity here in Vermont.” 
es, I call it inequity,” said the lawyer, sotto voce. 
‘“* Besides,” said the squire, ‘‘I am inclined to believe that 
| it was the intention, as between Smith and Brown, that the 
| mortgage of the carts and fixings should include the farm 
| too—though the writings don’t jest say so. Wasn’t that so, 
| Smith ?” 
‘Certain !” sa‘d Smith. 
| ‘*But that makes no difference,” cried the lawyer, ‘ you 
|must go by the record. I’ve authority to that point,” and 
he produced a bag full of books, 

‘** Young man!” cried Justice Joyce severely, “‘I’d have you 
| know that this court isn’t hide-bound by precedents. TI sit 
| here to do equity as I understand it. 2quitas non sequitur 

le-em. Ahem !” 

‘* That’s so, in Vermont, by jingo!” cried the lawyer, wax- 
ing wroth. 

‘** Order in the court,” cried the squire. ‘‘ Besides, I mean 
to make ita rule in my court that the last mortgage shall 
always have priority. It’s so with wills, why not with 
mortgages? Answer that, you Boston chap !” 

The lawyer was dumfounded. 

‘*T find on the whole case,” said Squire Joyce, summing 
up, ‘** that the farm and personalty must be sold and Smith’s 
debt and interest paid, no matter what becomes of the Bos- 
ton man. And Smith, as you say, you have an interest in 
the wheelwrights’ and blacksmiths’ shops up to the village 
and Brown ows a running account at both places, you just 
bring in those bills and mebbe—I don’t -ay certain, but 
mebbe—we can fix those up if there’s any balance.” 

The lawyer took his books back to Boston a wiser man. 
Smith grabbed the farm and sheared thesheep, and said 
tauntingly to the lawyer, ‘‘ Whet are you going to do about 
it ?”—Springfield (Mass.) Republican. 

Vermont Central bondholders and Vermont & Canada 
stockholders can doubtless supply the moral for this fable. 


| “e 
| 











Transportation in Congress. 


In the House on the 26th, the postal appropriation bill 
being under con:ideration in Committee of the whole : 

Mr. Dwight offered an amendment providing that here- 
after the Postmaster General may pay out of the appropria- 
tion for transportation on railroad routes to the personal 
representatives of any employé of the Railway Mail Service 
who may be killed by a railroad accident while on duty a 
sum equal to his salary for two years, and making this pro- 
vision apply to the cases of the men recently burned to 
death while on duty at Tioga Centre, N. Y. After a long 
debate the amendment was rejected—31 to 74. 

Mr. Brigham offered an amendment requiring railway 
companies to carry in mail cars safety heaters, and saws, 
axes and other implements to be used in case of accident. 
Adopted. 

On Jan. 21 the Senate Committee on Railroads authorized 
Senator Lamar to report for passage a bill to incorporate 
the Cherokee & Arkansas River Railroad Company, with 
authority to construct and operate a line of railroad and 
telegraph from Arkansas City, Kan., to Ft. Smith, Ark.. 
following the general course of the Arkansas River. The 
bill is a copy of the one now on éhe House calendar. 

The committee also authorized a favorable report upon 
Senator Teller’s bill to authorize the Utah & Northern Rail- 
way Company to construct branches in Utah, Idaho and 
Montana. The bill will be accompanied with amendments 
extending the same privileges to all other railroad compa- 
nies in these territories. 

The committee having recently reported a. bill granting to 
the Atchison, Topeka & Santa Fe, the Atlantic & Pacific 
and the South New Mexico companies rights of way through 
the military reservations of Forts Wingate and Bliss, in New 
Mexico and Texas; it was decided to incorporate in this bill 
an amendment granting the same sibelienen to all other 
railroad companies that may desire them. 

On Jan. 21, at the hearing before the Senate Committee 
on Public Lands in relation to the lands granted the Onton- 
agon & State Line Railroad, the Milwaukee, Lake Shere & 
Western Railroad made a formal proposition to construct a 
railroad from the Wisconsin state line to Ontonagon within 
five years, provided the company can obtain such of the lands 
of the Ontonagon & State Line grant as still remain undis- 
posed of. A _ bill confirming the titles of all purchasers in 
good faith within the limits of the railroad grant, and grant- 
ing the remainder of the lands to Michigan for the benefit of 
the Milwaukee, Lake Shore & Western Railroad, now kefore 
the committee, is meeting with considerable opposition by 
—— of the Ontonagon & Brule River Rail- 
road. 


®eneral Railroad Mews. 


MEETINGS AND ANNOUNCEMENTS. 





Meetings. 








| Meetings will be held as follows : 
Huntingdon & Broad Top Mountain, annual meeting, at 
| the office in Philadelphia, Feb. 1, at neon. 
Providence &: Worcester, annual meeting in Providence, 
IR. 1, Feb. 7, at 10a.M. * 

Philadelphia & Erie, annual meeting at the office in Phila- 
delphia. Feb. 14, at 11 a. M. 

Virginia Midland, meeting to complete the « 


ganization 
of the new company, in Alexandria, Va., Feb. 1. 


Foreclosure Sales. 

The Green Bay d& Minnesota road was sold under fore- 
closure in Milwaukee, Jan. 21, and bought by John I. Blai¥, 
of Blairstown, N. J., for $2,000,000. Mr. Blair acts for 
himself and other large bongholders. Ihe foreclosure pro- 
ceedings have been in progress a long time and the sale has 
been postponed several times. The total bonded debt is 
$5,585,350; unpaid interest, $1,340,090. The road extends 
|from Green Bay, Wis., to Marshland, 209 miles, with a 
branch to Eastmoor, 3 miles, and from Onalaska to La 
| Crosse, 7 miles, and its trains use the Chicago and North- 
| western track from Marshland to Onalaska. 
| 








Mail Service Extension. 
Mail service has been ordered over new railroad lines or 

extensions, as follows: 
| Burlington, Cedar Rapids d& Northern.—Service ordered 
| over the extension of the Pacific Division, from Iowa Falls, 
| Ia., to Clarion, 30 miles, to begin Jan. 20. 
| Warwick Valley.—Service ordered over the extension 

from Warwick, N. Y., to McAfee Valley, N. J., 12 miles, to 
| begin Feb. 1. 
ussex.—Service extended from Franklin Furnace, N. J., 
| to McAfee Valley, 6 miles, to begin Feb. 1. 








| ELECTIONS AND APPOINTMENTS. 


Atchison, Topeka and Santa Fe,~—Mr. H. E. Buek has 
been eppoinied General Yard-Master at Grenada, Col. He 
was formerly on the Columbus & Toledo road. 





Baltimore & Ohio.—The Baltimore City Council has elected 
the following city directors in this company: George R. 
Berry, Wm. A. Boyd, Michael Coakley,’W. Starr Gephart, 
John H. Holthaus, Henry McShane, John G. Medinger. 


Buffalo, Pittsburgh & Western.—This consolidated com- 
pany (formerly the Pittsburgh, Titusvil'e & Buffalo) has 
cbosen the following directors: C. H. Clark, J. W. Jones, 
B. K. Jamison ae F, fF ee E. A. Rollins, Harold 
M. Sill, Philadelphia; F. W. Mitchell, Franklin, Pa.; C. C. 
Pomeroy, Nev York; Archer A. Martin, Summit, N. J. 
The board has elected J. W. Jones President; Archer A. 
Martin, Vice-President; Joseph R. Trimble, Secretary ; John 
K. Wallace, Treasurer. 


Cairo & St. Louis.—Mr. Henry G. Wood has been ap- 
oagiew General Freight and Passenger Agent, with office in 
t. Louis. 


Chicago, Burlington & Quincy.—Mr. C. M. Levey has 
been ‘appointed Superintendent of the Eastern Division, in 
place of J. B. Hastings, resigned. Mr. Levey has been hkere- 
tofore Assistant Superintendent at Burlington. 


Chicago, Rock Island & Pacific.—Mr. R. W. Justin has 
been appointed Train,Master of the Illinois Division, with 


office in Chicago. Mr. A. P. Graves has been appointed 
Yard- Master at Rock Island. 


Cincinnati.—At the annual meeting of this company 
(which leases the Cincinnati Southern) last week the follow- 
ing directors were chosen: Larz Anderson, W. H. Clement, 
B.S. Cunningham, William Glenn, A. H. Hinkle, J. L. 
Keck, W. J. Lippincott, G. Y. Rcots, Joseph Rawson, P. 
E. Roach, Briggs Swift, Jacob Scasongood, Jacob Wirth. 
The board elected W. H. Clement President; B.S. Cunning- 
ham, Vice-President; H. H. Tatem, Secretary and Treasurer. 


Colebrookdale.—At the annual meeting, Jan. 17, the 
following were chosen: President, J. L. Bailey; directors, 
J. Lowrie Bell, D. B. Boyer, D. J. Brown, W. A. Church, 
John C. Smith, Isaac V. Williamson; Secretary. Howard 
Hancock: Treasurer, John Welch. The road is leased to the 
Philadelphia & Reading. 


Colebrook Valley.—The officers of this new company are: 
President, Robert Coleman; directors, John Benson, 
Taylor Boyd, Christopher Coble, Charlies B. Forney, EC. 
Freeman, D. 8S. Hammond; Svlicitor, Josiah Funck. Office 
at Lebanon, Pa. 


Connecticut River.—At the annual meeting in Springfield, 
Jan. 19, the following directors were chosen: A. Tarris, N. 
A. Leonard, Springfield, Mass.; Oscar Edwards, Nortbamp- 
ton, Mass.; W. B. Washburn, Greenfield, Mass.; Charles T. 
Sargeant, Brookline, Mass.; W. K. Cone, Hartford, Conn. ; 
Frederick Billings, Woodstock, Vt.; Edward A. Dana, I. M. 
Spelman, Boston. The only new director is Mr. Billings, 
who replaces Silas M. Waite, the Brattleboro defaulter. 


Denver d& New Ovrleans.—The Girectors of this new com- 
pany are: Wm. Barth, Isaac Brinker, J. 8. Brown, Wm. B. 
Daniels, John Evans, C. W. Fisher, George Fritch, Charles 
B. Kountze, D. H. Moffatt. Office im Denver, Col. 


East Line & Red River.—The following circular from W. 
M. Harrison, President, is dated Jefferson, Tex., Jan. 11: 
‘*Mr. Jno. T. Flynn, has this day been appointed General 
Manager of this hme. All instructions issued by him will be 
obeyed and respected accordingly. All business communica- 
tions should be addressed to him.” 


Engineers’ Society of Western Pennsylvania.—At the an- 
nual meeting in Pittsburgh, Jan. 18, the following officers 
were chosen for the ensuing year: President, William Met- 
ealt; Vice-President, Thomas Rood; Treasurer, A. E. Frost; 
Secretary, J. H. Harlow; directors, Samuel Diescher, Fran- 
cis Phillips. 


Fitchburg.—At the annual meeting in Boston, Jan. 25, 
the old board was re-elected as follows: Rodney Wallace, 
Fitchburg, Mass.; Seth Bemis, Newton, Mass.: Robert Cod 
man, C. U. Colting, Wm. B. Stearns, Bostou. 


Franklin Institute.—At the annual meeting in Philadel- 
phia, Jan. 20, the following officers were elected for the en- 
suing year: President, William P. Tatham; Vice-President, 
Charles Bullock ; Secretary, Dr. [saac Norris; Treasurer 
Frederick Fraley; managers, to serve three years, Prof. 
Pliny EK. Chase, W. L. Du Bois, Frederick Graff, Washing- 
ton Jones, A. E. Outerbridge, Jr., 'Theouore D. Rand, Cole- 
man Sellers, Joseph M. Wilson; auditors, William B. Cooper, 
Lewis S. Ware. Dr. Isaac Morris was elected a trustee of 
the Peunsylvania Museum and School of Industrial Art. 


Indianapolis and St. Louis.—Mr. Thomas Hume has been 
appointed Train-Master, with office at Mattoon, Ill. 


Island Creek & Richmond Mineral.—Gen. James 8S. Neg- 
ley, of Pittsburgh, has been appointed General Manager and 
Financial Agent. 


Kansas City & Nebraska Southern.—The officers of this 
new company.are: President, Kersey Coates; Vice-Presi- 
dent, Jobn A. Duncan; Secretary, W. H. Miller; Treasurer, 
8S. B. Armour. Office in Kansas City, Mo. 


Lancaster.—At the annual meeting in Boston, Jan. 18, the 
following directors weré chosen: F. D. Brigham, Robert 
Codman, George W. Howe, Amory Maynard, 8. R. Merrick, 
George A. Parker, A. R. Powers, F. W. Warren, C. H. 
Waters. 


Mitchell, French Lick & Dubois.—The officers cf this 
new company are: William H. Irwin, President; W. H. 
Munnell, Vice-President; C. Barfield, Secretary; -F. E. 
Clarkson, Treasurer; directors, William H. Irwin, J. C. 
Butter, C. Barfield, E. Lockhart, F. E. Clarkson, Charles E. 
Davis, W. H. Munnell. 


Montreal, Portland & Boston.—At the annual meeting 
in Montreal, Jan. 19, the following directors were chosen : 
Samuel T. Willett, Thomas W. Ritchie, A. B. Chaffee, A. 
B. Cross, Montreal ; Lucius Robinson, Newport, Vt.; B. B. 
Smalley, Burlington, Vt.; Bradley, Barlow, St. Albans, Vt. 
he board re-elected Samuel F. Willett, President; A. B. 
Chaffee, vice-President; M. 8. Lonergan, Secretary and 
Treasurer. ; 


Morgan’s Louisiana & Texas.—Mr. E. M. Underhill has 
been appointed Auditor, with office in New Orleans. 


New York & New England.—At a ween of the board 
in Boston, Jan, 25, Vice-President James H. Wilson was 
chosen President in place of W. T. Hart, resigned. No Vice- 
President was chosen, but the board authorized Gen. Wilson 
to appoint a General Manager to assist him. 

The board also elected William O. Taylor and Jonas H. 
French directors, in place of Joseph E. Baker and James 
Sturgis, resigned. 

Peninsula, of Virginia.—Ata meeting of this company 
in Accomac Court House, Va., last week, the followin 
directors were chosen: ‘William Painter, J. L. Bates, U. 
Painter, ‘W. U. Schoolfield, O. A. Brown, J. D, Kase, E. 
Westcott.. The directors elected William Painter President, 
and J. L. Bates, Secretary and Treasurer. ; 
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Pennsylvania & New Yerk.—Mr. Wm. Stevenson has been 
appointed Superintendent. He has been for several years 
in charge of the New Jersey Division of the Lehigh Valley 
road. : 


Peoria, Pekin & Jacksonville.—Mr. Robert Stewart has 
been appointed General Manager. He was formerly on the 
Baltimore & Ohio and more recently on the Metropolitan 
Elevated road. 


Pittsburgh & Chica7>.—At the annial meatinz, Janu. 10, 
the following directors were cho3zen: Gan. Jamas 8. Negley, 
James 8S. Negley, Jr.. Wm. N. Riddle, Pittsburgh; [. F. 
Mansfield, Crnnelton, Beaver County, Pa.; J. 8S. Robinson, 
Kenton, O.; Dalos E..Calver, H. R. Low, Grinnell Burt, 
Gen. Simiel K. Ssawenk, New York. Tas Board elected 
Gen. James 8. Negley, President: Delos E. Culver, Vice- 
President; James 8S. Negley, Jr., Secretary; Wm. N. Rid- 
dle, Treasurer. 


Pittsburgh & Lake Erie.—Mr. R. W. Jones has been ap- 
pointed Master of Transportation, 


Pittsburgh, New Castle & Lake Erie.—The following 
directors were recently chosen: Gen. James S. Negley. Wm. 
N. Riddle, Pittsburgh; John R. McPherson, Charles Siedler, 
Jersey City, N. J.: H. R. Low, Gen. Samuel K. Schwenk, 
Grinnell Burt, Wm. B. Scott, Delos E. Culver, New York. 
The board elected Delos E. Culv-r, President; Gen. James 8S. 
Negley, Vice-President; James S. Negley, Jr., Secretary; 
Wm. N. Riddle, Treasurer. 


Port Royal & Augusta.—Mr. Joseph W. White has been 
appointed Contracting Freightand Passenger Agent. 


Potsdam & Montreal.—The directors of thisnew company 
are as fcllows: Talcott H. Camp, J. A. Lawyer, Elisha M. 
Moore, George B. Phelps. Dexter Van Nostrand, Watertown, 
N. Y.; Theodore Irwin, E. A. Van Horne, Oswego, N. Y.; 
James J. Belden, Syracuse, N. Y.; James. Tillinghast, Buf- 
falo, N. Y.; Wills Phelps, Springfield, Mass.; Wm. E. 
Dodge, Percy R. Pyne, Samuel Sloan, New York. 


Sioux City & Pacific.—The following circular from General 
Manager P. E. Hall is dated Jan. 15: 

“Mr. F. C. Hills has been appointed General Traffic 
Manager of this company, and will hereafter have full 
control and management of all its commercial business. 

“Mr. J.S. Wattles has been appointed Superintendent 
of all divisions of this company’s road, vice F. C, H lls, 
appointed General Traffic Teenage.” 

Springfield Southern.—Mr. Frank Harris has _ been 
appointed General Freight Agent, in place of H. W. Mead, 
who has gone to the Ohio Central. 


Texas & New Orleans.—At the annual meeting in Hous- 
ton, Tex , Jan. 10,.ths following directors were chosen: J. 
F. Crosby, E. P. Hill, T. W. House, E. W. Tavlor, Houston, 
Tex.; H. K. Sheldon, John T. Terry; New York; T. W. 
Peirce, Boston. The board re-elected J. T. Terry, President: 
J. F.“Crosby, Vice-President and General Manager; D. F. 
Mo>rritt, Secretary and Assistant Treasurer; T. W. House, 
Treasurer; B. W. Watson, Assistant Secretary. 


Union Stock Yurds & Transit Co., of Chicago.—At tie 
annual meeting in Chicago. Jan. 19, the following directors 
were chosen: John Newell, N. McCullough, J. C. 
MeMullin, J. F. Tucker, Marvin Hughitt,S. 8. Merrill, Hugh 
Riddle, J. M. Walker, N. Thayer, Jr. 


Valley, of Virginia.— At the annual meeting in Staunton, 
Va., Jan. 30, the following were chosen: President, Wm. 
Keyser; directors, J. A. Allen, for Botetourt County, Va.; 
W. A. Anderson, for Rockbridge County, Va.; R. W. Burke, 
for the town of Staunton, Va.; Henry Duval, Decatur H. 
Miller, for the city of Baltimore; O. Latrobe (and Wm. 
Keyser‘, for the Baltimore & Ohio Company. The only 
— director is Mr. Burke, who succeeds Gen. John C. 

chols, 


Vernon, Greensburg & Rushville-—At the annual meeting 
in Greensburg, Jan. 18, the following directors were chosen: 
Will Cumback, Courtney Ewing, A. R. Forsytb, W. W. 
Hamilton, John E. Robbins, Greensburg, Ind. ; James Davis, 
C. Miller, Westport, Ind.; Daniel Bacon, H. Tripp. Vernon, 
Ind.; Joseph Meek, Clinton, Ind.; George B. Elston, Frank 
J. Hull, Rushville, Ind.; Horace Scott, Louisville, Ky. The 
board elected John E, Robbins, President; Horace Scott, 
Vice-President; A. R. Forsyth, Treasurer; C. Ewing, Secre- 
tary. 





: PERSONAL. 


—Mr. Joseph E. Baker and Mr. James Sturgis have re- 
signed their positions as directors of the New York & New 
England Company. 

—Mr. James Smith, General Freight Agent of the Chicago 
& Alton road, was married at Fort Wayne, Ind., Jan. 19, 

‘to Miss Mary Ewing Green, of Ft. Wayne. 

—Mr. R. Mandeville, Superintendent of the Nineveh 
Branch of the Dalaware & Hudson Canal Company’s lines, 
was caught between two coal cars at Carbondale, Pa., Jan. 
15, and had a leg broken. 

—Mr. C. O. Richards, Road-Master of the Manhattan Ele- 
vated lines in New York, has resigned his ition and will 
go into the bridge-building business. He already sev- 
eral contracts in Florida. 

—Mr. George E. Merchant has resigned his position as 
Superintendent of the Sioux City & Dakota Division of the 
Chicago, Milwaukee & St. Paul, to take charge of the 
Rochester & State Line road. 

—The resignation of Mr. W. T. Hart as President of the 
New York & New England Company was reported last 
week. Local reports afterward denied that it bad been of- 
fered, but the truth of the original statement was proved 
this week, when the board of directors accepted the resigna- 
tion and elected Mr. Hart’s successor. Mr. Hart expressed 
a desire to withdraw at the time of the annual meeting. He 
remains a director. 

—Hon. Thomas Allen, President,and W. R. Allen, Assistant 
to the President, of the St. Louis, Iron Mountain & Southern 
Company, have resigned their positions. Mr. Thomas Allen 
has sold out nearly all his stock in the road, and intends for 
the present to devote himself to his duties in Congress. Mr. 
Allen’s connectiog with the Iron Mountain road has lasted 
ever since the reorganization after the war, ard he has made 
thé road what it is. 

—Mr. Jeremiah Bennett, who claimed to be the oldest rail- 
road man in Indiana, died at Shelbyville, in that state, Jan. 
21, aged 82 years. He wasa native of Cumberland County 
N. J., aud went to Indiana in 1832. There he planned an 
helped to build a wooden railroad, the first ever built west 
of the mountains. On July 4, 1834, the road was com- 
~ being two miles long, and the old wooden car drawn 

y horses made its first trip. Mr. Bennett was engineer, 
conductor and brakeman all combined, 

—Barclay Haines, who died at his residence in Haines- 
port, N. J., Jan. 23, aged 70 years, was for many years 
known throughout New Jersey as chief political manager 
and lobbyist of the Camiden & Amboy Company, and, after 








the lease,-of the Pennsylvania. He was possessed of remark- 
able shrewdness and tact, and was personally well liked b 
everyone, even the — whom he often out-generaled. 
He was a Quaker by birth, and always adhered to their pe- 
culiarities of dress and speecb. It has been said of him that 
vr a more and said less about it than any man in the 
state. 


—Mr. James M. Walker died suddenly of heart disease at 
his residence in Chicago, Jan. 22, aged 60 years. He had 
just returned from a trip east on business,aud had com- 
plained of some slight indisposition. Mr. Walker was born 
in New York early in 1821. He graduated from the Uni- 
versity of Michigan in 1849. He studied for the bar, and 
shortly after his admission to practice was elected Prose- 
cuting Attorney of Washington County. He also became 
local attorney for the Michigan Central Railroad. He be- 
came well known as a railroad lawyer. In 1853 he re- 
moved to Chicago as the attorney for the Michigan Central 
Railroad, and soon after became General Solicitor. When 
the Chicago, Burlington & Quincy was organized, he be- 
came Solicitor for that company, and from that time to the 
day of his death was the legal adviser of that corpora- 
tion. He was engaged in the practice of his profession in 
Chicago from 1853 to 1868, ever having a lucrative business, 
and ranking high among his eminent professional brethren. 
He had been the senior member of the firms of Walker & 
Sedgwick, Walker & Dexter, and Walker, Van Arman & 
Dexter respectively. In 1870 ke was chosen President of the 
Chicago, Burlington & Quiucy Company, which position he 
held for five years, when he resigned and was appointed 
General Solicitor. Mr. Walker wasa man of unusual learn- 
ing and culture, and had rare attainments asa lawyer. He 
was incessant in his —— of knowledge, and the hard 
labor of mind to which he subjected himself finally broke 
his health, and he had been a sufferer for years. He leaves 
a wife and two sons, aged 16 and 20 years. While not arich 
—_ it is understood that he leaves a competency to his 

amily. 








TRAFFIC AND EARNINGS. 


Railroad Earnings. 
Earnings for various periods have been reported as follows: 
Year ending Dec. 31: 


1880. 1879. Ine. or Dec. P.c. 
Atchison., Top. & 

__ rae $8,543,185 $6,381,443 I. $2,161,742 33.9 
Cairo& St. Louis.. 413,166 267,245 I, 145,923 54.7 
Des Moines & Fort 

eae 324,722 225,402 L 99,320 44.1 
Northern Central. . 5,050,387 4,107,948 I. 942,439 22.9 

Net earnings.... 1,795,118 1,246,006 I. 549,112 435.9 
Paducah & E’town. 404,193 540,900 I. 63,293 18.6 
Pennsylvania...... 41.260.072 34,620,279 I. 6,639,793 19.2 

Net earnings.... 16,635,025 14,237,539 L  2,897,4e6 16.8 
Eleven months ending Nov. 30: 

Atlanta & Charl. x 

Air TAMB. «<4... $845,795 $680,482 “I. $163,313 24.0 
Month of November : 
Atlanta & Charl. 

Air Line......... $100,772 $84,871 I. $15,901 18.7 

Menth of December: 
Atchison, Topeka 

4 3 ee A $850,000 $619,484 I. $230,516 37.2 

Cairo & st. Luuis.. 37,407 23,543 L. 8,764 30.6 
Central Lowa...... Ge < wWenbwoees  -_Aswaiandea® avbe 
Des Moines & Fort 

PD sinicnccn aig 36,694 24,233 1 12,461 51.5 
Ind., Decatur & 

Springfield .... ES ro ecesahan® 2! acecaaeee panes 
Northern Central.. 44310 414,598 I. 7,712 192 
Paducah & kK’ town, 37.063 37,557 D. 494 O1 
Pernsylvania, .... 947, 827 3.453.924 I. 93,903 2.7 

Net earnings.... 1,126,252 1,512,054 D. 385,8u2 25.5 

Second week in January: ~ 

1881. 1880. 
Chic. & Eastern Til, $31,408 $16,523 I $14,885 90.2 
N. Y.& N. England, 39,322 37,899 I 1,423 2.6 
St. Louis, L M. & 
Southeru......... 132,500 138,875 Dv. 6,375 4.6 
Third week in January: 
Louisville & Nash- 

QS dics Aseicia $189,632 $151,700 I $28,932 19.1 

Northern Pacific. .. 27,735 18,378 I 9,357 50.9 


Week ending Jan, 14: 
Great Western.... $94,973 
Week ending Jan. 15: 
Grand Trunk.... $199,320 


$85,763 I. $9,210 10.8 
$177,892 I. 
Coal Movement. 


3 Coal tonnages are reported as follows for the week ending 
an. 15: 


$12,428 7.0 


1881. 


Anthracite. .....2.. 00 ses 333,523 
Semi-bituminous.... ..... 65,994 
Rituminous, Penna....... 52,496 
fo eee 51,898 


Clearfield and Cumberland trade is reported dull. The 
rail coal trade of Western Pennsylvania is very active, and 
the coke trade also. In fact the coke men report that they 
cannot supply the demand, although they could increase 
their present shipments 50 per cent. if they could get cars to 
ship in. 

sharp rise in the Ohio and the breaking up of the ice in 
the river allowed the Pittsburg coal men to start out a fleet, 
and on Jan. 23 a large number of boats left, carrying 
3,731,000 bushels of coal, of which 1,933,000 bushels were 
for Cin¢innati and 1,714,0C0 for Louisville. 


Grain Movement. 


For the week endivg Jan. 15 receipts and shipments of 

in of all kinds at. the eight reporting Northwestern mar- 

ets and receipts at the seven ‘Atlantic ports have been, in 
bushels, for the past eight years : 








Northwestern Northwestern Atlantic 

Year. ‘ receipts. shipments. receipts. 
Db icc cesccuecsteeess -2,919,179 1,215,756 1,785,547 
5... ei 515,831 1,470,931 
1,052,381 2.034,592 

638,319 2 

1,797,607 956 

1,417.268 162 

1,157,345 2,575,622 

1,955,339 1,880,419 





The receipts of the Northwestern markets for the week this 
year vary little from those of the two previous weeks, but 
with one exception are small:r than any of last winter. The 
great receipts of the corresponding week of 1878 were due 
to an accumulation of receipts previously kept back by a 
protonace * mud blockade.” The —— of these mar- 

ets are larger than in the corresponding week of ary pre- 
vious year, and —, a little smaller than the week before, 
with that exception the largest for seven weeks. The Atlan- 
tic receipts are smaller than in the corresponding week of the 
last three years, and smaller thanin any week of 1880, ex- 


cept that ending Feb. 8. 
Chicago had 38.8 per cent., 





f the Northwestern receipts, 
St. Louis 14.8, Peoria 14, Milwaukee 13.8, Toledo 6.5, Detroit 


4.5, and Cle®eland 4.6 per cent. The wheat receipts were 





especially small, and in these Milwaukee led, with Chicago 
close behind. 

Of the Atlantic recepts New York had 40.5 per cent., 
Baltimore 23.8, Boston 189, Philadelphia 13.7, Portland 
2.5, Montreal 0.4, and New Orleans 0.2 per cent. At all 
leading ports except New Orleans there is 2 gain over the 
previous week, but New Orleans receipts were perhaps the 
smallest ever reported—not a hundredth part of those of the 
previous week. : 

Exports from Atlantic ports for five successive weeks have 
been: 





oe Week ending-——-————-— -—— 
Jan. 19. Jan. 12. Jan. 5. Dec. 29. Dec. 22. 
Flour, bbls. 131.278 189,310 120,499 157,960 138,389 
Grain, bush.1,623.952 1,800,826 2,206.164 2,611,377 2,363,848 


The exports seem to grow steadily smaller, but they are 
probably not small for the season. 


Chicago Receipts. 
Meeg receipts and shipments of grain, flour ard hozs 






for the first three weeks of January have been : 

1878. 1879, 1880. 1881. 
Flour bbls... 232,427 185,461 178,387 340,384 
Grain, bush, . 542,953 4,598,187 5,096,733 3,807 .010 
Hogs, No.... 620,268 767,017 398,003 597,475 





The flour receipts were largest this year, but the grain 
receipts were a fourth smaller than last year, and the hog 
receipts, though much larger than last year, were smaller 
than in 1878 or 1879. 


Immigrant Rates. 


The New York Central & Hudson River and the New 
York, Lake Erie & Western companies have followed the 
cut in immigrant rates made by the Pennsylvania, and _ all 
three companies are now selling immigrant tickets in New 
York to al ints at 40 per cent. below the regular tariff 
rates. The Pennsylvania has since cut 1) per cent. more. 


Milwaukee Receipts. 


For the first three weeks of January receipts at Milwaukee 
for four years have been: 


1878 1879. 1880. 1881. 
Flour, bbls....... 154.041 137,777 115,882 199,466 
Grain, bush...... 1,531 006 1,440,705 1,283,051 1,149,000 
Hogs, No......... 91,159 115,328 47,899 64,234 


The flour receipts are the largest, but the grain receipts 
the smallest, of the four years. 





THE SCRAP HEAP. 


Locomotive Building. 


The Schenectady Locomotive Works, in Schenectady, N. 
Y., have just delivered 15 locomotives to the Lake Shore & 
Michigan Southern road. 

The Brooks Locomotive Works, in Dunkirk, N. Y., are 
delivering some freight engines to the Cincinnati, Indianapo- 
lis, St. Louis & Chicago road. 

The Grant Locomotive Works, in Paterson, N. J., are 
building 10 engives for the Lake Shore & Michigan South- 
ern road, 

The Baldwin Locomotive Works, in Philadelphia, have 
just received an order for 11 engines for Morgan’s Lvuisiana 
& Texas road. 

The project for establishing locomotive works at South 
Chicago, in the neighborhood of the new Pullman Car 
Works, is taking form, and a large amount of money is saftl 
to have been subscribed. 

It is said that the Rhode Island Locomotive Works, in 
Providence, have received an order for 100 locomotives for 
the Chicago, Milwaukee & St. Paul road. 


Car Notes. 


The Erie (Pa.) Car Works are running extra time and 
turning out 16 freight cars a day. 

The Ohio Falls Car Co., at Jeffersonville, Ind., is building 
several passenger cars for the St. Louis & San Francisco 
roid. They are to have paper wheels. 

The car shops at Dauphin, Pa., not in use for some years 
past, have been sold to Brush & Co., of Philadelphia. 

The Barney & Smith Manufacturing Co.. in Dayton, O., 
are building several cars for the Woodruff Sleeping & Par- 
lor Car Co, They are to run between Cleveland ‘and St. 
Louis. 

The Harrisburg Car Co., at Harrisburg, Pa., is turning 
out 12 box cars a day for the Lake Shore and the New York 
Central roads. 

E. H. Bushnell, at Poughkeepsie, N. Y., reports that his 
facilities for manufacturing have been enlarged during the 
past vear, and he |as still many orders ahead. He has 
furnished springs for 11,016 car seats, 2,228 car-seat backs 
and 647 car berths. 

Bridge Notes. 

The Leighton Bridge & Iron Works, in Rochester, N. Y., 
have taken a contract to build 13 iron bridges over the Erie 
Canal at different points. 

The Massillon Contracting & Building Co., of Massillon, 
O., is building a long Howe-truss bridge over the Tuscara- 
was River near New Philadelphia, Ohio. 

Melvin Nash has taken a contract to build two iron bridges 
over the Erie Canal. é 

The Delaware Bridge Co., of New York, is building a 
bridge over the Colorado River at Austin, Tex., for the 
International & Great Northern road, which has six spans 
of 200 ft. each ; also some smaller bridges on the extension 
of the same road to San Antonio, 


Iron and Manufacturing Notes. 

Mr. O. W. Meysenburg, formerly Secretary and Superin- 
tendent of the St. Louis Bolt & Iron Co., bas disposed of 
his entire interest in the rolling mill, and has established an 
iron commission house and railroad purchasing agency in 
St. Louis. 

The Cuyahoga Steam Furnace Co., in Cleveland. O., has 
lately built three large helve-hammers tor the Louisvil e 
Steam Forge Co., and is building another for the Otis Iron 
& Steel Co., in Cleveland. 

The Shickle, Harrison & Howard lron Co. has been organ- 
ized in St. Louis, with $275,000 capital, to make iron tubes 
and pipes. 

The works of the Bethlehem Iron Co., in Bethlehem, Ps., 
in 1880 turned out 75,3:0 tons of steel rails. Only 12 work- 
ing days were lost during the year. , 

OF the blast furnaces in Lawrence County about Ironton 
O., only one was not in blast last year. There were 14 
running, and they made 56,538 tons of pig iron during the 

eur. 
" The American Bolt Ce., of Lowell, Mass., which has been 
running as a firm since 1850, has been incorporated as a 
company, with James Winter, President, and Robert H. 
Butcher, Treasurer and Agent. The wcrks are running to 
their full capacity, about 20,000 bolts a day. 


The Rail Market. 





Steel rails are steady at $59 to $61 per ton at mill, with a 
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good deal of business reported, but no very large transac- 


tions. 

Iron rails are more active and the mills are reported as 
well supplied with orders. Quotations are $46.50 to $47 per 
ton at mill for heavy rails, and $50 to $53 for light sections. 
Some sales of foreign rails are reported at $45 on board at a 
Southern port. 

Old iron rails are firmly held at $28 to $30 per ton in 
Philadelphia, but not many sales are reported. 

Railroad spikes are in active demand, and prices range 
from $2.65 to $3 per 100 lbs.; splice-bars, $2.25 to $2.35 ; 
track-bolts, $3.75 to $4.25, according to specification. 
Running on Two Wheels. , 


The miraculous escape of a train of cars from a disastrous 
wreck has just been reported. The train was composed 
largely of loaded cars, and near the middle of the train was 
acoal car on which had.been loaded a disabled engine 
driver. When the traiu arrived at Corry the discovery 
was made that the coal car had lost both pair of rear trucks 
and had come into town with no wheels upder one end of 
theloadea car. How such an accident could occur without 
wrecking the train wasa puzzle to all who understand the 
business. Diligent search was made for the missing wheels, 
but nothing was heard of them until the following day, when 
the agent at Columbus reported that the trucks were stand- 
ing on the side tracks at that station, so that it appears the 
trucks jumped the track at the station and ran on the 
switch without injury tothe train. The loaded car therefore 
for four miles was held up by the coupling, which in this 
case must have been miraculously strong. The train was 
srobably making a speed of eighteen or twenty miles per 
Ree, and the escape from a serious accident is the wonder 
of all railroad men.—Pitlsburgh Teleqraph, Jan. 25. 

A Crowded Meeting. 

The following is in circulation as an official report: 

“The adjourned meeting of the General Passenger and 
Ticket Agents’ Association of Cincinnati met at the Grand 
Hotel at 11 o’clock Thursday morning, Jan. 13, 1881. 

‘““W. L. O’Brien, General Passenger Agent of the P., C. & 
St. L. R. R., being present, elec himself President; on 
his motion he was also elected Secretary. 

‘* After remaining in session an hour and a half, no other 
business coming before the meeting, he moved to adjourn. 
Adjourned accordingly. 

**W. L. O'BRIEN, President pio tem. 

“ W. L. O'BRIEN, Secretary pro tem.” 

An American Railroad in Japan. 

Dispatches from Yokohama, Japan, Jan. 8, says: ‘‘ Just 
twelve months from the date of the order given for its con- 
struction, the first division, 23 miles, of the railroad in Yeso, 
the northern island of Japan, was’ opened to traffic, and 
trains are now run daily ata profit. The lineis from Otar- 
unai Harbor, on the west coast, via Lapparo, the capital, to 
the Paroni coal fields. It cost $20,000 per mile, which in- 
cludes rolling stock, motive power, machinery for terminal 
repair-shops, etc. The English line built between Tokio and 
Yokohama cost nearly $200,000 per mile, and it took five 
years to complete 18 miles. The Japanese officials are great- 
ly encouraged by the prospect of an American systen of 
rapid transportation. This is the first American railroad in 
Asia, and. was constructed under the direction of Joseph M. 
Crawford, a Pennsylvanian, all* of whose assistants are 
Americans.” 

An Old Engineer. 

Daniel Kenyon is an engineer on the Newark branch of 
the Erie. Dan has pulled the throttie for the last 35 years. 
His once raven locks are beginning to turn grey, and his 
former fine featnves evidence that old Father Time has 
played upon his wrinkled front. Still the old man enjoys 
this life and carries his years well. It may not be generally 
known that Dan. ran the first coal burning engine at Lowell, 
Mass., in 1845, for Russ Winans, of Baltimore, a prominent 
railroad man in his time. The engine. did not take, and was 
east aside. Sivce then Dan. Kenyon has run on all the roads 
in the country, either traversing the distant prairie, climb- 
ing the Alleghenies, wherever his line of calling directed. 
At present he is only running to keep his hand in, for it has 
become a second nature to him. Blessed with a good wife 
an‘ all home comforts, be needs no more. To see him be- 
hind his blooded bay he looks as frigid and stolid as when 
driving his iron charger, and can show more mettle and 
steam than those who say he is only an engineer.---Bergen 
County Democrat. 

Long Train. 

The heaviest aud longest loaded train that passed over the 
Erie road or its branches, was brought over the Jefferson 
Branch one day last week by Conductcr Stephen Maroney, 
with G. N. Brown and Jessie Williams as engineers, consist- 
ing of 122 eight-wheel cars loaded with coal—all destined 
for Buffalo.—Susquehanna Gazette. 


OLD AND NEW ROADS. 
Buffalo, Cleveland & Chicago.—Surveys are being 
es for this projected line from Cleveland to Buffalo. The 


line so far run from Cleveland is generally not over a mile 
from the Lake Shore road. 


Southern.—A report circulated in New York 
Parnes ge a lease of this road to the New York Central 
had been concluded, is denied by authority. It is said also 
that a new tratflic agreement has been made between the two 
companies, which will secure a large business to the Canada 
Southern. 

‘arthage & Harrisville.—It is proposed to build a rail- 
gakioae ‘Carthage, N. Y., northeast to Harrisville, about 
25 miles. ‘The line would reach a number of large tanneries 
and son.e extensive deposits of iron ore of superior quality. 
Most of the road will be on the line of an old wooden rail- 
road, which has not been in use for years. An extension of 
19 miles from Harrisville north to Gouverneur, where there 
are large stone quarries, is also proposed, 

‘e 1 Pacific.—-The Auditor of Railroad Accounts 
ws eo ‘reported as preparing to take legal action to enjoin 
the payment of the dividend recently dec ared by this com- 
pany, ‘on the ground that, if the dividend were paid, the 
company would be unable to comply with the requirements 
of the government sinking fund. The company, on the 
other hand, claimed that such action could not be taken, as 
the company is not in default or any of its payments to the 


overnment. A conference was held in Washing- 
Cos Jan. 26, at which it was agreed that the 
sovernment should not interfere with the pre- 
sent payment of the dividend. The following 


‘ial statement was made by authority of Attorney 
oak Saeeaie “There isa dispute between the Centra] 
Pacific and the United States as to whether certain 
sums claimed by the road to be applicable to the 

yment of dividends are_ pro rly so applicable. 

t is understood that the Uni States will file a 
bill to test the question whether such sums can properly be 
used for that pur , and that if the persons interested in 
the railroad shall give a bond that in case it is finally de- 
cided that such sums should not be used for the payment of 


dividends that they will restore them to the treasury of the 
company, that an immediate injunction will not be pressed 
for, but that the matter will await final decision upon this 
bond which, it is understood, will be in the sum of $750,000. 
Under these circumstances the dividend will, of course, be 
paid, as the gentlemen interested in the matter are amply 
able to furnish the additional security which is required.’ 


Chicago, Pekin & Southwestern.—Receiver Reed 
reports to the Court for December as follows : 
Balance, Dec. 1 $16,493.29 
56,228.30 


Eee Ce BED A a Ee $72,721.59 
SINE 2. Sosa carcm eens dev sennwi ts oxiws pcs ule cw es 55,528.21 
CES Se Ory CRT Cee eA ER ee $17,193.38 


The receipts exceeded the disbursements by $700.09. Pay- 
ments included $5,000 for new freight cars. 


Chicago, St. Louis & New Orleans.—This company 
is making arrangements to fund all its outstanding debt in 
a new consolidated mortgage, the bonds to bear 5 per cent. 
interest. The company now has $17,003,000 bonds out- 
standing (not including $500,000, the validity of which is in 
dispute), of which $5,937,000 bear 8 per cent., $3,813,000 
bear 7 per cent., and $7,253,000 bear 6 per cent. interest. 
The Ilnois Central Company holds $6,600,000 of the bonds. 
yr a that 5 per cent. bonds can be placed without 
difficulty. : 


Chicago & West Michigan.—Thiscompany has added 
to its lines the Grand Haven and the Grand Rapids, Newaygo 
& Lake Shore roads, in both cases buying the stock of the 
companies. The Grand Haven road will form a branch from 
Holland southeast to Allegan, 2214 miles, and a second or 
loop line, parallel to this company’s main line, from Holland 
north to Muskegon, 35 miles; at the price stated it costs 
$11,826 per mile. and last year it failed to earn its working 
expenses. The Grand Rapids, Newaygo & Lake Shore rvad 
will extend this company’s Grand Rapids Branch north 46 
miles, to a junction with the Big Rapids Branch; this line has 
heretofore earned the interest on its bonded debt of $16,870 
per mile. The price paid for it is not given. These purchases 
will free this road from some local competition. They will in- 
crease its mileage worked to 349 miles. 


Cincinnati Southern.—A dispatch from Cincinnati, 
Jan. 24, says: ‘‘A company of capitalists is about to 
organize to lease the Cincinnati Southern Railroad. The plan 


plan is to have a capital of $6,000,0CO to lease the road for 


99 years, with a renewal forever, paying out of the profits 
4 per cent. on the stock, and 4 per cent. on tlt city’s invest- 
ment of $18,000,000. If there is an excess of net earnings 
they shall be divided between the stockholders and the city 
pro rata, until the city’s portion reaches 7 per cent. on $18,- 
000,000, when the surplus shall be divided equally. It is 
proposed if this is accomplished to form a combination or 
pooling arrangement with the Kentucky Central, Chesa- 
peake & Ohio, and the Erlanger lines from Chattanooga.” 


Colebrook Valley.—This company has been organized 
to build a railroad from Cornwall Furnace, Pa., southwest 
to the Pennsylvania Raiiroad, near Conewago Junction, a 
distance of 174¢ mijies. Cornwall Furnace is the terminus 
of the Cornwall Railroad, which runs to that place from Leb- 
anon, 1714 miles distant, and the object of the new road is 
to connect Lebanon with the Pennsylvania road. 


Columbus, Hope & Greensburg.—The company 
heretofore known as the Greensburg & Hope has now adopted 
this name, having decided to change the terminus of the 
proposed line. It is to extend from Columbus, Ind., east by 
north to Greensburg, about 25 miles. 


Connecticut River.—At the annual meeting in Spring- 
field, Mass., Jan. 19, the stockholders voted to ratify the 
contract with the Vermont Valley Railroad Company, 
whereby the superintendent, cashier and assistant treasurer 
of the latter road are nominated by the directory of the 
Connecticut River road, and all the accounts of the corpora- 
tion are kept at the Springfield oftice. The contract has 
been in force since 1877, but this is the first time it has been 
formally ratified. 

Connotton Valley.—A petition has been filed in the 
Court of Common Pleas, at Carrollton, O., by Charles G. 
Patterson, Frank Morrison and others, asking that the 
transfer of the former Ohio & Toledo road to this company 
be set aside, and that the road may be sold to pay creditors. 
This petition covers the 22 miles of road from Dell Roy to 
Minerva, the extension to Canton having been built by the 
present company since the transfer. 

The stockholders have authorized the execution of a new 
mortgage on the road and the issue of $2,600,000 in bonds, 
of which $1,125,000 are to be used to retire the bonds here- 
tofore issued by the Connotton Valley Company, and $662,- 
000 those issued by the Connotton Northern ae: The 
balance, $813,000, is to be used to complete the road to 
Cleveland. 


Deadwood & Red Wing.—Work has been begun on a 
railroad, about 40 miles long, from Deadwood, Dakota, to 
the coal-fields on Red Wing Creek, just across the line in 
Wyoming. The road follows down the Whitewood Creek 
from Deadwood about six miles, and thence by means of a 
tunnel reaches the valley of Spearfish Creek. It is on this 
tunnel that work is being done this winter. All the iron- 
work for the road and rolling-stock must be wagoned from 
Pierre, about 200 miles. The wood-work of the cars and 
bridges will be made of Hills timber. 


Denver & New Orleans.—This company has been or- 
ganized in Denver, Col., to build a line from that city to a 
point in Northern Texas, to connect there with the Texas & 
Pacific. _ Capital stock fixed at.$10,000. 


Denver, Western & Pacific.—This company has let a 
contract to Given, Abbott & Co., to grade 34 miles of the 
line from Denver, Col., westward. 


Fitchburg.—At the annual meeting in Boston, Jan. 25, 
the stockholders voted that the directors.be authorized to 
sell and assign the lease of Constitution Wharf in Boston, 
and sell and convey the property’ of the company and all 
rights pertaining thereto on said wharf to the Hoosac Tun- 
nel Dock & Elevator Company, upon such terms as they 
may approve, and to take all other measures necessary or 
proper to effectuate and complete such assignment and 
sale. 


Grand Haven.--The sale of this road was noted last 
week, and it isnow announced that the purchaser is the 
Chicago & West Michigan Company. 


Grand Rapids, Newaygo & Lake Shore.—It is 
announced that this road has been sold to the Chicago & 
West Michigan Company, the purchaser taking all the stock 
and assuming the debt. The price paid for the stock is not 
stated. The road extends from Grand Rapids, Mich., north- 
ward 46 miles to White Cloud on the Big Rapids Branch of 
the Chicago & West Michigan. By the last report the com- 
pany had $533,500 stock and $776,700 bonds; in 1879 it 
earned $130,129 gross, and $65,340 net, being about $5,000 
in excess of its interest charges. e 











Houston & Texas Central.—This company’s repre- 
sentative makes the following statement in the veston 
News : ‘‘The company will, as soon as the weather becomes 
settled so that work can be done more easily, make exten- 
sive, substantial and permanent improvements all along 
its lines. First—It has purchased and is now receiving 
100 miles of steel rails. Second—Extenisive contracts to 
furnish cross-ties, which will be creosoted, giving them a life 
of at least twenty years, have been let. Third—A large 
number of trestle bridges will be replaced with substantial 
brick culverts. Fourth—The forces engaged in ballasting and 
the section-hands will be increased during the summer, and 
the road-bed placed in first-class order. ifth—The rolling- 
stock wil) be increased; 500 freight cars have already been 
—. are now being delivered at the rate of four or 

ve daily. 


International & Great Northern. — Messrs. Ross, 
Harris & Co, have the contract for building the extension 
of this road from San Antonio, Tex., to the Rio Grande, 
about 150 miles. The same firm has just finished the ma- 
sonry for the bridge over the Colorado River at Austin, 
Tex., which has seven piers, each about 50 ft. high, built in 
the best manner. This bridge is owned by the Colorado 
Bridge Company, but will be used by this road. 


Island Creek & Richmond Mineral.—This road was 
originally intended to run from Steubenville, O., northwest 
to Richmond in Jefferson County, about 12 miles. Thecom- 
pany has now resolved to have a location made of the pro- 
jected road through to Canton, some 45 miles further. 


Kansas City & Nebraska Southern.—This company 
has been organized to build a road from Kansas City, Mo., 
northwest through Kansas into Nebraska. It is proposed to 
begin work at once on the section from Kansas City to the 
Nebraska state line. 


Lake Champlain & St. Lawrence Junction.—The 
bondholiers who control this road have leased it to- the 
Southeastern Railway Company, of Canada, and it will here- 
after be run in connection with the Montreal & Boston Air 
Line, of which that road forms a part. Heretofore it has 
been a feeder of the Central Vermont lines. The road is 63 
miles lung, from West Farnham, P. Q., on the Southeastern 
road, north to St. Guillaume. An extension from West 
Farnham south to Phillipsburg, on Lake Champlain, is 
graded, and another extension is located from St. Guillaume 
northeast to the St. Lawrence, opposite Trois Rivieres. The 
— leases it for the interest on $378,000 bonded 

ebt. 


Little Rock,Mississippi River & Texas.—This com- 
pany recently began laying track on the Little Rock end of 
the extension of its line, and the rais are now laid from 
Little Rock south to Bayon Fourche, four miles. A gap of 
15 miles is to be filled, on which work is in progress from 
hoth ends. 


Louisville & Nashville.—At a speciai meeting held 
Jan. 26, the stockholders voted to approve the lease of «the 
St. Louis & Southeastern road, and also the contracts with 
the Adams and Southern Express companies. 


Midland, of Canada.—A recent report states that the 
improvements made on this road by the present managers 
are: Four miles from Wye River to Midland have been 
built, and the 14 miles from Waubaushene finished and 
opened ; 4914 miles of new steel rails, in addition to the 14 
previously laid, have been laid down ; 146,965 new ties or 
sleepers have been laid down and three new iron bridges 
have been constructed. There have been some 30 miles of 
ballasting and 50 miles of fencing on portions of the line not 
previously done. Increased sidings were put down, besides 
many other repairs. In addition to the 6314 miles of steel 
rails now laid, it is proposed to secure 1,500 tons, say 18 
miles more, and this will leave the balance of the line with a 
good first-class fish-plate iron rail. 

One new locomotive, four new first-class passenger 
coaches, 120 new platform cars, smoking, baggage, express 
and mail cars have been added to the rolling stock. Private 
capital has supplied an elevator at Port Hope and will pro- 
vide another at Midland; the company has the right at any 
time to take if over at its cost price, and in the meantime 
they control it entirely with the rates and so forth. 


Mitchell, French Lick & Dubois.—This compan 
has filed articles of incorporation in Indiana to build a rail- 
road from Mitchell, on the Louisville, New Albany & Chi- 
cago (of which the new road is intended to be a branch) by 
the French Lick mineral springs to Jasper in Dubois Coun- 
ty. The road will be 50 miles long, and the capital stock is 
to be $1,000,000. 


New Brunswick.—The new owners of this road have 
decided to change the gauge from 3 ft. 6 in. to the standard 
4ft.8!¢ in. They are also organizing a company to sell the 
— and promote settlement in the neighborkood of the 
road. 


New York, Boston, Albany & Schenectady.—This 
company has executed and recorded a mortgage on its pro- 
jected_road to the Farmers’ Loan & Trust Company, of 
New York, to secure an issue of $6,000,000 bonds, to be 
used in building a road from New York to Albany and 
thence to Schenectady, with a branch to the Hoosac Tusnel, 


New York & New England.—tThe Boston Advertiser 
says: ‘Last April an arrangement was effected between the 
Boston & Albany and New York & New England railroads, 
whereby the former was to provide engines and employés 
for trains running over the Woonsocket Division of the jat- 
ter between Boston and Brookline. The change has not 
been satisfactory to either the latter corporation or its em- 
ployés. It is understood that the old system of running pas- 
senger trains on the Woonsocket Division, in connection 
with Brookline trains, will soon be resumed; that is, that 
engines and employés of the New York & New England 
road on inward bound trains will run into Boston, instead of 
stopping at Brookline, as at present.” 

The Woonsocket Division does not enter Boston with the 
main line, but ends at Brookline and its trains run over the 
Brookline Branch of the Boston & Albany to the depot of 
that road in Boston. 

Tracklaying on the extension of the main line has reached 
the Harlem road at Brewsters, N. Y., six miles west of the 
Connecticut line and 190 miles from Boston. Much of the 
uew track is to be ballasted, and it can hardly be finished 
while the present severe weather lasts. 


New York, Ontario & Western.—The contractors 
for the tunnel under Bergen Hill, back of Weehawken, N. 
J.,are Smith, Ripley & Coleman. The contract price is 
reported to be $650,000, and the work is to be done in one 
year. 


Oregon Railway & Navigation Co.—A correspond- 
ent of The Railroader writing from Walla Walla, Dec. 5, 
says of this company: 

‘* In the last year they have entered into an extensive con- 
struction of standard gauge railroads throughout Eastern 
Oregon and Washington Territory. Wherever the develop- 
ment of the country warrants, and their engineers pro- 
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nounce the construction feasiblé, a road is being built or 
is contemplated. They start anywhere, but always end on 
the Snake or Columbia rivers. They now have a road com- 
pleted from Walla Walla down the Columbia to the Dalles, 
with the exception of a break of 36 miles, which is graded. 
Their cars are running over a branch from Whitman to 
Blue Mountain station, 14 miles. Part of this road has a 
95 ft. grade. Grading has been carried on, all summer, for 
a line from Walla Walla to Grange City, on the Snake, 45 
miles; and on a_ branch from this road to Dayton, 12 
miles. Tearhs and men are at work grading at Texas Ferry, 
on the north bank of the Snake, for 175 miles of road run- 
ning north and northeast. 

‘*The cold weather will, ina few days, stop all grading 
for the winter. Engineers have just reported on a route from 
Baker City, Oregon, to the Columbia.” 

* x * % % * * 

‘Conductors receive $95 a month; engineers; $90, $100 
and $125; brakemen, $66; firemen, $66. Mr. J. L. Hallett, 
the General Superintendent of Construction of the Oregon 
Railway & Navigation Co., is paid $5,000a year; riding 
bosses, $2,000 a year; Chinamen $1 a day, board themselves; 
white men, $1.85 a day: two borse team and driver, $4a 
day; four horse team, $6; six horse team, $8.” 


Pennsylveania.—Argu™ent on the motion for a writ of 
sequestration in the Junction Railroad suit was, on Jan. 24, 
put over until Jan. 26. - 

Argument has been in progress for several days on the 
suit, to enjoin the company from interfering with the rights 
and privileges heretotore enjoyed by the Western Union 
Telegraph Company over its lines. It is probable that a de- 
cision will not be reached this week. 

Electric clocks are being put into all the principal stations 
on the line. They will be worked and controlled by wires 
from the clock in the main office in Philadelphia. 

The company has done a good thing in following the 
action of the New York Central by prohibiting the sale of 
flash papers and immoral or doubtful books on the train or 
in stations. All decent travelers will welcome this order. 

Experiments are being made with the electric light in the 
Jersey City ferry-house and depot. 

It is announced that the Pennsylvania Company, ‘‘te 
complete certain financial transactions,” will make an issue 
of $10,000,000 new 4!¢ per cent. bonds having 40 years to 
run. They will be secured by a collateral trust, the leases 
of the Pittsburgh, Ft. Wayne & Chicago and the Cleveland 
& Pittsburgh roads being pledged for their payment, and 
wil] be guaranteed, principal and interest, by the Peunsyl- 
vania Railroad Company. A yearly sinking fund of $100,- 
000 is also provided for. The whole issue has beea taken by 
a syndicate of bankers, consisting of Kubn, Loeb & Co., act- 
ing for W. L. Scott, of Erie; Drexel & Co., of Philadelphia; 
the United States Trust Company, Woerishoeffer & Co., L 
Von Hoffman & Vo., Hallgarten & Co., and the National 
Bank of Commerce, of New York, and L. Cohen & Sons, of 
London. It is said chat the ‘financial transactions” re- 
ferred to are the settlement of the Columbus, Chicago & 
Indiana Central litigation by the purchase of the consoli- 
dated bonds of that company. 

The December statement shows for all lines east of Pitts- 
burgh and Erie, as compared with December, 1879: 

An increase in gross earnings of (2.7 per cent.)........... $93,903 
An increase in expenses of (24.7 per cent.)...... ... . 479.705 





Net decrease (25.5 per cent.)......... ....... . +++. $385,802 

For the twelve months the statement shows an increase in 

receipt of $6,639,793; in expenses of $4,242,307, and in net 

earnings of $2,397.486. This makes the year’s earnings on 

all lines east of Pittsburgh and Erie as follows: 
1880 


L 1879. Increase. P. c. 
Earnings......... .... $41,260,072 $34,620,279 $6,639,793 19.2 
DR . sc00 ones 24,625,047 = 20,382,740 4,242,307 20.8 





Net earn $16,635,025 $14,237,539 $2,397.486 16.8 

For the year all lines west of Pittsburgh show a surplus 

over liabilities of $3,046,510, being a gain of $1,422,870 
over the previous year. 


Philadelphia & Reading.—In Philadelphia, Jan, 21, 
counsel for McCalmont Brothers & Co. presented to the 
United States Circuit Court an application to admit them as 
parties in the suit in equity begun by Moses Taylor, under 
which the Receivers were appointed. This application has 
not yet been acted upon by the Court. 

In Philadelphia, Jan. 24, the Court of Common Pleas 
made an order directing the managers to filean answer 
within three days, showing cause why a peremptory m«an- 
damus should not be issued to compel them to call the an- 
nual meeting at once. 

On Jan. 25 application was made to the United States 
Cireuit Court for an injunction to restrain the company 
from issuing the deferrea income bonds, or any bonds under 
the proposed consolidated mortgage for $150,000,000. The 
Court set Jan. 27 for argument as to a preliminary injunc- 
tion, and Feb. 7 for argument on the main question as to the 
legality of the bonds. Counsel also asked for an order 
directing the managers to state whether any contract had 
been entered into for the building of a line from Williams- 
port to Buffalo. 

It was not generally known at the time, but the Phila- 
delphia & Reading Coal & Iron Company held a meeting on 
Jan. 10, at which Mr. Gowen was re-elected President. 

The Receivers have obtained an injunction restraining 
Lawrence, Merkle & Co. from extending their coal work- 
ings under the — occupied by the Broad Mountain 
inclined piane at Frackville, on the ground that such work- 
ings would endanger the safety of the plane and cause the 
track to cave in. 

Jan. 26, another bill was filed in the United States Circuit 
Court by Thomas A. Biddle & Co., to estzblish the status of 
the deferred income bonds. The petitioners aver that they 
have subscribed for and now hold $495,750 worth of these 
deferred bonds ; that these subscriptions were made on 
the faith of the statements of the officers of the 
company, that the legality of the said issue of bonds 
had been passed upon and finally determined by the Court. 
The petitioners further aver that they have learned that 
yesterday a bill in equity was filed by Robert MeCalmont 
and others who are large stockholders of the company de- 
fendaut, setging forth that the proposed issue was not au- 
thorized by the charter of the company and was therefore 
illegal, and further stating that the issue was not made in ac- 
cordance with or under the authority of the decree of the 
United States Circuit Court, and asking an injunction to re- 
strain the defendants from issuing the said obligations. The 
petiticners affirm their belief that the company is insolvent, 
and say they have been notified that unless the first install- 
ment on their subscription is paid within five days the allot- 
ment would be void. They ask the Court for an injunction 
restraining the company from forfeiting any allotments of 
deferred bonds proposed to be issued to “ern you and from 
impairing their rights to the bonds allotted until the pro- 
ceedings now pending touching the validity of the bonds 
shall be finally decided. 


Pittsburgh, Titusville & Buffalo.—The consolida- 
tion of this ee the Buffalo, Pittsburgh & West- 
ern Company, the Salamanca, Bradford & Allegheny River 
Company of New York, the Salamanca, Bradford Alle- 


gheny River Company of Pennsylvania, and the Titusville & 


Oil City Company was completed on Jan. 20 by the votes of Be 


the stockholders of the respective companies, 

The name of the consolidated company is the Buffalo, 
Pittsburgh & Westzrn, and it will issue $1,500,000 preferred 
stock, $8,650,000 common stock, and $7,500,000 first-mort- 
gage bonds. The company owns of completed road the line 
from Oil City, Pa., to Brocton, N. Y., 89 miles: the line from 
Oil City to Irvineton, 50 miles; the branch from Titusville to 
Union, 25 miles, and the branch or loop from Oil 
City to Pioneer, 9 miles, making 173 miles in 
all. It purposes building extensions from Brocton _to 
Buffalo, 51 miles, and from Irvineton to Salamanca, N. Y., 
50 miles, with a branch of 20 miles to Bradford, making 
121 miles projected. When these new lines are finished the 
company will have 294 miles of road with $34,524 stock and 
$25,510 bonds per mile. The stock and debt have been 
placed at an amount which, it is believed by the company, 
will leave sufficient to build the new extensions, after re- 
placing existing securities. , 


Pittsburgh & Western.—A bill in equity has been filed 
by Grinnell Burt, of New York, to set aside the sheriff's 
sale of Aug. 27, 1879, under which this road passed to the 
present company. The bill charges irregularity in proceed- 
ings and collusion in the sale,and asks that it be set aside 
and the property placed in charge of ua receiver pending 
further proceedings to restore it to the original stockholders. 


Potsdam & Montreal.—This company has been organ- 
ized to build a railroad from the Rome, Waterton & Ogdens- 
burg near Norwood, N. Y., northeast to the Canada line. 
It is to be extended to Montreal by a Canadian company. 


St. Paul, Minneapolis & Manitoba.—This company 
is reported to be considering the question of building a new 
line from St. Paul, Minn., to Chicago, desiring an outlet 
eastward under its own control. 


Securities on the New York Stock Exchange.— 
The following securities have been placed on the lists at the 
New York Stock Exchange : 

New Jersey Southern, $1,449,600 first mortgage bonds, 
guaranteed by New York & Long Branch Company. 

Northern Pacific, $20,000,005 general first-mortgage land- 
grant and sinking-furd bonds. Until the bonds are issued 
registered and indorsed certificates will be a good’ delivery. 

Ogdensburg & Lake Champlain, $3,500,000 consolidated 
mortgage bonds and $1,000,000 income bonds. 

St Paul, Minneapolis & Manitoba, 32,400,000 Dakota Ex- 
tension first-mortgage bonds. 


South Atlantic & Ohio.—Appplication has been made 
to the North Carolina Legislature for a charter for this com- 
pany. The line is from the coal mines in Wise County, in 
the extreme western part of Virginia, to a connectior with 
the Cape Fear & Yadkin Valley road in North Carolina, 
then over that road to Fayetteville. Thence the new com- 
pany purposes building across to tne Carolina Central; that 
road will be used to Wilmington, and a short line bwlt down 
to Smithville at the mouth of the Cape Fear River. The to- 
tal distance from Wise County to Smithville is 410 miles, of 
which this company proposes to build about 175 miles. 


Tehuantepec Interocean.—This company is now offer- 
ing to subscription an issue of $3,000,000 first-mortgage 
bonds, on its proposed railroad across the Isthmus of Tehuan- 
tepec. The bonds are offered at par, and each subscriber 
will receive, in addition to his bonds, interest-bearing certifi- 
cates to an amount equal to one-third of his subscription. 


Telegraph Consolidation.—The proposed consolida- 
tion of telegraph lines meets with some opposition. In Ohio 
and Pennsylvania legislative action against it is proposed. 

An application has been made to the New York Supreme 
Court by Rufus Hatch for an injunction to prevent the con- 
solidation. Argument on the application is now in progress. 

In Chicago a plan is on foot to organize one or two compa- 
nies to build new and independent lines, the first one to be 
from Chicago to New York. | 


Texas & Pacific.—Track is now laid to Abilene, Tex., 
195 miles west of Dallas and 12 miles beyond the point 
reached at the close of last vear. The grading parties are 
now at work on the Staked Plains. 


Troy & Greenfield.—The Springfield (Mass.) Republican 
says: ‘ State Engineer Locke has begun within a few days 
the important work of niching the Hoosac Tunnel in prep- 
aration for the laying of a double track through the great 
bore. These niches will consist of small recesses or chambers 
cut out of the side of the tunnel to enable workmen to have 
a place of safety for themselves and their tools while work- 
ing in the tunnel after the double track is laid. These re- 
cesses will be placed 200 feet apart throughout the length of 
the tunnel. They will be 3!¢ foot in depth, 8 feet high and 
6 feet wide. At an interval of every 3,000 feet a larger 
niche will be built, the dimensions of which will be 10 feet 
in depth, 12 feet high, and 8 feet wide. These large niches 
are designed for construction hand cars and the larger ap- 
paratus used in constructing or repairing the tracks and the 
interior of the tunnel. They will be sevenin number. The 
smaller niches will number nearly 100. A gang of 20 men 
are now at work, and it will require three or four months to 
finish the job at a cost of about $6,000. A large ledge is 
being removed near Shelburne Falls to make room for 
another track. The removed rock will be broken up and 
used for ballast in the tunnel.” 


Valley, of Virginia.—At the annual meeting in Staun- 
ton, Va., Jan. 20, the President’s report showed the net 
earnings of the 26 miles of completed road for the year 
ending Sept. 30 to have been $10,400. By the sale of 
bonds, ete., the company has during the year paid to the 
Baltimore & Ohio 846,700, leaving a balance still due of 
$140,000, The suggestions of the report were that the 
Valley road be completed to Lexington to connect with the 
Richmond & Allegheny road. This connection would prove 
very advantageous, as it would make the shortest route 
from the coal and iron fields to Pittsburgh and the manu- 
facturing centres. A mortgage can be placed to raise a 
sufficient amount to complete the road to Lexington, 36 
miles south of Staunton. The President strongly urged this 
recommendation as the only means of taking a step for- 
ward. The report was referred to a'’committee and adopted. 
A mortgage of $700,000 was authorized to be placed on the 
road to complete it to Lexington. 


Vickburg & Meridian.—Notice is given that the 
Farmer’s Loan & Trust Company, of New York, will act as 
depositary of the securities of this company. Holders of 
stock and bonds who desire to join in the reorganization are 
requested to deposit them at once. ‘ 


ANNUAL REPORTS. 

The following is an index to the reports of companies 

which have been reviewed in previous numbers of this vol- 

ume of the Railroad Gazette : 
E Page. 


N. Y. State Railroads ....... 
7 Northeastern (S. C.)........ 


Boston, Hoosac 
Boston & Lowel 








27 Pennsylvania & New York..... 









Dayton & Union................ 44 Phila., Wil. & Raltimore......... 11 
& Hudson Leased Lines.... 44 Pitts. & Lake Erie........... ... 28 
itchburg..... . 12 Pitts., Titusville & Buffalo .... 27 
Lehigh Valley. . 44 Rome, W’town, & Oxdensburg. 44 
Ligonier Valle: . 43 St. Louis & San Francisec...... 1% 
Long Island a: PEIPONNU 20s co « bent BV 
New Haven & Northampton... 26 Wabash, St. L. & Pac............ 27 
N. Y., N. H. & Hartford........ 1l 


Delaware. 


This company owns a line from Delaware Junction, Del., 
south to Delmar, 84.25 miles; the Smyrra Branch, 1.25 
miles; a branch from Townsend to Massey’s, 9 miles, and 
one from Seaford to the Maryland line,6 miles, making 
100.5 miles. The Massey’s Branch is leased to the Queen 
Anne’s & Kent, and the Seaford Branch to the Dorchester 
& Delaware, leaving 85.5 miles worked. The road is leased 
to the Philadelphia, Wilmington & Baltimore for 30 per 
cent. of the earnings; the lessee pays all intercst and 6 per 
cent. dividends, a deficit in any year to be repaid from the 
earnings of future years. The report is for the year ending 
Oct. 31, 1880. 

The Treasurer’s account is as follows: 


Stock ($14,617 per mile).................... 


-ssseee $1,468,994.41 
Bonded debt ($6,478 per mile) 


eedencdescnsanes! e60s5ee 651,000.00 


ss ccceeahediven eacdessr. -8losceeal 47,901.49 
oan o on oa Geese d4nn dans pac; a hodb owe 42,429.48 

(| Ea er re: 
Road and branches ($21,059 per mile). $2,116,4¢ 





Sundry accounts........... 
Trustees of sinking fund 
Cash and cash items................... 





2.210,825.38 
The bonded debt consists of $650,000 convertible bonds 

guaranteed by the lessee, and $1,000 bond and mortgage. 
The earnings for the year were as follows: 


187-80 i878 79 Inec.or Dee. P.c- 





Passengers ............$146,358.77 $141,158.32 I. $5,200.45 3.7 
Freight................. 269,647.98 296,954.11 D. 27,306.13 9.2 
= eer 10,250.28 L 8.00 0.1 

Tutal........ $426,265.03 $448,362.71 D. $22,007.68 4.9 


Paid lessee 70 per cent. 
for working ......... 298,385.52 313,853.90 D. 15,468.38 4.9 


$6,629.30 4.9 
2,550.71 1.9 


508.81 D. 
330.45 D. 


Net earnirvgs...... $127,879.51 $1: 


Interest and dividends 129,773.74 


13 





, 


Loss or gain to lessee. L. $1,894.23 G, $2,178.36 , Pee 
Gross earn. per mile. . 4,985.56 244.01 D. $258.45 4.9 
The deficit is charged to the company, to be repaid to the 
lessee out of future surplus earnings. 
The train mileage was as follows : 














1879-80. 1878-79. Ine. or Dee.  P.e. 

ND cir a caches 145.593 134,742 I. 10.851 8.1 
Breight.............000-.+ 388,318 190.270 D. 6,952 3.7 
hike s6655060s dae 2,855 4,151 D. 1,206 31.3 
Total.................. 331,766 329,163 I. 2,603 0.8 


The report says: ‘‘ The loss in freight is due to the small- 
ness of the peach crop, and to the fact that the greater part 
of the crop being in the upper part of the state, the haul on 
your line of road was short. 

‘Your property has been kept in its usual good condition 
by the lessee. In accomplishing this, 304 tons of steel, 44514 
tons of iron, 292 tons of mended iron rails and 38,540 cross 
— with a due proportion of other materials, have been 
used. 

** The appropriations to the sin«ing fund for the last year 
were sufficient to pay off the first note for $7,000 referred to 
in our last annual report, and leaving a surplus of $1,448.38, 

‘The construction account has been increased during the 
past year by consent of the lessor and lessee to the amount 
of $8,641.67, upon which the lessee is to pay 6 per cent. per 
annum to the lessor. The main items making np this 
amount consist of the difference in cost between steel and 
iron rail and the additional difference in weight of the new 
rails and the old ones taken up, the substitution of iron fish 
plates in place of wooden ones, the extension of side tracks, 
new fencing, and the cost to the Dover and Milford survey.” 


Cincinnati Southern. 

The Cincinnati Railway Company, which operates this 
road under lease from the Trustees, mukes the following 
statements for the year ending Dec. 31, 1880, 

The earnings for the year were as follows : 


Ce eg OT Tree 
EE iL th ikcch cncudaun. wank dtcedeSeewser ak suber oh 1,06” 416.56 
cass. ckvedsteusehinnaetcs wees 54,128.19 
Miscellaneous 


SebPisisrk maeGerectescahetess opbe sev onevus 22.865.18 








__ Total ($4,902.07 per mile) . $1.485,328.73 
Expenses, not including track repairs (39.51 percent.) 586,900.19 





Net earnings ($2,965.11 per mile) j : $898,428 M4 
Interest allowed on lessee’s capital........... ...... 67 





Net amount paid Trustees.... ................... $891.307.32 
There were 158 miles worked from Jan. 1 to March 8: on 
that date the road was opened through to Chattanooga, 336 
miles. It was, however, at the time of opening incomplete 
in many respects, affecting more particularly the receipt and 
delivery of freight at Cincinnati and Chattanooga, no sufi 
cient provision for depots at either place having been made 
for the transaction of that class of business in a manner sat- 
isfactory to shippers of the company. Since thatdate greatly 
increaseé facilities for the handling of local freight at Cin- 
cinnati have been obtained, and also arrangements for con- 
nections with and transfers to and from the other roads en- 
tering the city, and for connection with thestock yards. Ad- 
ditional yard and station room in Cincinnati is still much 
needed. Local business was much interrupted by severe 
storms and the bad condition of the country roads in Decem- 
ber. No comparisons are made, as only 158 miles were 
worked in 1879. : 

The receipts and disbursements for the year were as fol- 
lows: p 
Balance on hand Jan. 1, 1880.... 
Receipts on road account......... . 
——— on calls on capital stock 


$ 539,435.94 
1,515,942 .37 
449,225.00 


1 onto sG race kbakowenas dine Nevadeoons 54,668 55 
Ene ee we eeeesese ss $2,550,271 86 
Operating expenses. .... . $ 586,900.19 


Interest on capital stock issued........ 
Trustees for rent of road............ 
New equipment, etc , 


67,12 
pe 





> 7 
bectovne .. 1,028, 


2,459,627 .3 





Balance Jan. 1, 1880.............cs0sce00. . $99,644.52 
The President says: “The through and local business 
of the road has more than met our expectations, and would 
have been largely increased during the simmer and autumn 
if our freight equipment had been sufficient to do the busi- 
ness offered. But we were disappointed by the contractors 
in the delivery of both cars and locomotive engines, and up 
to this date a contract for six freight locomotives, to have 
been delivered in October, November and December, has 
not been met by the delivery of one of the number agreed 
to be furnished.’ 
The report speaks at some length of the resources of the 
country along the line, timber, limestone and iron ore, 
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* Owned by Lehigh Valley Company. 
§ 


+ Leased by Deiaware, casemate & Western. 


Leased by Fall Brook Coal Company, which furnishes equipment. 











¢ Leased by rane Central Company. 
Mixed trains. 








Settlements are gradually being made, and the country is 


fillin 
Refers, ce is mide to the proposed branch to Knoxville, 
m.. its construction is recommended. It will be a valuable 
comect on. and will also pass through a considerable body 
of coal lands. 
Believing that to induce sufficient capital to invest in this 
extension some permanent lease or contract must be made, 
the board had a form of lease for 25 years upon terms based 


on the amount of gross earnings per mileof road. The prop- 


osition is still with the Trustees. 





Richmond & Danville. 








This company during the fiscal year ending Sept. 30, 1880, 
worked the following lines: 
Miles, 
Main line, Richmond, Va., to Danville...... ................. 140.5 
Freight branches in and about Richmond.. 13.0 
Piedmunt R, R , Danville to Greensboro, N. 48.5 
Total, Richmond & Danville Division.................. 202 4 0 
Northwestern North Carolina, Greensboro to Salem. eee 
North Carolina R. R., Charlotte to Goldshoro................ 223.0 
aa tle le hs 451.0 


The Piedmont Railroad, ncminally leased, is really owned, 


this company holding all the stock and guaranteeing the 
bonds. The Northwestern North Carolina is also substan- 
tially owned, and was built by this company, which holds 


all the securities. 
* The company owns a controlling interest in the Charlotte, 
Columbia & Augusta road, which entends its line from Char- 
lotte to Augusta, Gia., 195 miles. 

The equipment in use on all the lines consists of 62 engines 
16 first-class passenger, 14 second-class passenger, 6 pas- 
senger and baggage, 6 baggage and express, 4 postal, 4 mil 
and baggage, and 3 express cars; 623 box, 16 stock, 219 
fiat, 38 stone flat, 12 gondola, 44 coa! and 31 caboose cars; 

2 pay cars, 1 officers’ car and 26 shanty cars. There was an 
incie ise of 7 engines: 148 box, 11 flat, 12 gondola, 6 coal and 
8 caboose cars. One postal car also was bought. 

The general account, somewhat condensed, is as follows: 
Stock ($19,141 per mile) $2,866,400 .00 
Bonds ($18,007 4 4 en ee 3,637.500.00 
Balance due on Virginia State loan of $600,000. .... 

Bills and accounts payable. September re. 


208,619 .87 





Current accounts and traffic balances. 103,728.41 
I ooops as <0c0Av.i ey vane aust acaeeaual eakee 123,723.97 
MRA hticacl da, bscnen bania. peecdcca: xius $8,368,61¢ 10 ‘é 88 





RPP Ree ree eee $5.879,033.47 
Piedmont R. R. ($34.380 per mile). . 1,667,354.98 
N. W.N. C. stock and bonds.......... 289,631.49 
J. N..DuBarry, in trust 94,250.00 
By MI COU voccccs cecccnccsces 28,836.15 
Supplies and fuel ........... .. 22... 158,205.75 
Current accounts and balances re- 

IIE ewins SERbRS does cecbswccccess 162,186.50 
DE Peak Rete a reces. Sov Sasa cited 89,112.54 


— 8,368,610.88 
The bonded debt consists of $3.400 first-mortgage bonds, 
$3,0CO second-nortgage bonds and $1,243,100 cons»lidated 
m_rtgage bonds and $2,388,000 general mortgage bonds. 
— the year $106,000 first-mort azo bonds and $528,800 
consolidated bonds were retired, and $660.000 general mort- 
gage bonds issued, a net increase of $380,200 in the bonded 
t. The V: irgivia state loan was decreased by $79,847.37 
during the year. There was no increase.in cost of road and 
property. 





428.638 .63 | 


The earnings of all the lines, 451 miler, were as follows: 

















1879-80. 1878-79. Ine rease, P.c. 
Passage......... $598,395.16 $432,415.75 $75,959.41 17.6 
Freight........ . 1,275,888.96  1,145.373.75 130,515.21 11.4 
Mail, express, 
AGsccceccscesss IAB SFTGL 121,314.01 27,263.30 22.5 
Total........$1,932,861.43 $1,699,103.51 $233,759.92 13.8 
Expenses........ 1,146,467 .58 957,228.92 189,238.66 19.8 
Net earnings $786,393.85 $741,874.59 "$44, 519.2 26 6.0 
Gross earnings 
per mile....... 4,285.72 3,765.99 519.73 13.8 
Net earnings site 
mile.. 1,743.67 1,644.33 99.54 6.0 
Per cent. of ex- 
penses. 59.30 56.30 3.00 


The —_ ge increase in expenses was due to the payments 











for new equipment dnd improvements of road, $192,547.47 
having been what may fairly be called extraordinary ex- 
penses. The division of carnings and expenses among the 
several lines was as follows: 
~—- —Earnings.——-—— ~—Earn. per nie. -- 
Gross. Net. Gross. et 
Richmond & Dan- 

WE asa setacen $1,243.271.23 $497,994.27 $6,155 $2,465 | 
Worth Carolina. . 632,356. 47 252,22 “64 2,836 1,131 
N. W. North Caro- 

lina. 57,233.73 36,257.94 2,201 1,394 

Total. $1,922 9F 22,86 S61. 43 $786,3: 93.85 85 $4,286 $1,744 


The net earnings of the Northwestern North Carolina are | 
credited as interest on investments. The rental of the North 
Carolina Railroad is $260,000 yearly, showing a loss on the 
lease of $7,778.36, against $35,906.60 the previous year, 
and $140,340.18 two years ago. The income and profit and | 
loss accounts were as follows: | 


passenger and freight business has been placed under one 
general supervision. 
The traftic for the y ear was as follows: 





Train mileage: 1879- _ 1878-79. Increase. P. c. 
IONE: pics bast g50des “a 411 25,819 6.0 
i, errr 2 85,372 11.8 
PN anki Waeiwahte book 47,269 19.4 

ee 158,460 107 
Passengers carried. ... 63,004 32.5 
Passenger mileage 2,852,254 22.0 
Tons freight carvied...... "422 8 24 : x 3,103 19.2 
Tonnage mileayrse. .. . 69, 074, 668 47, 144, 636 11,93u,031 25.3 

Av. train load: 

Passengers, No.......... 29.32 25.23 4.39 16.2 
| Freight, tons............ 43.22 68.75 4.47 6.5 

Car mileage: vee 
Pass. train cars.......... 3,115,983 2.667,851 448,132 16.8 
PPGREOS COPS. 5... csc secs 10,684,571 9,020,038 1,664,533 18.5 


Foreign freight cars ran 3,510,635 miles on this road, and 
this company’s cars ran 2,902,178 miles on foreign roads. 
The av erage rate per ton per mile was 1.417 cents on through 
freight, 2. 332 cents on connection freight and 3.177 cents on 


local, being an average of 2.160 cents’on all freight, against 


2.429 cents the previous year. 
The division of traffic among the lines was as follows: 





Train Passenger 
miles. miles. Ti = — 
Richmond & Danville............ 1,014,627 8,680,121 41,344. 
POO CP 6.0 5:55.09 5,0 550500500 598,330 6,763,188 17, 318, 0: 50 
ee A errr 30,238 385,459 411,538 
TE acts dseaccvine si cngere 1,643,195 15,828,768 59,074,067 


In addition to the above the ton-miles of express matter 
carried were 497,206 on all the lines, being 0,92 ton per 
passenger train mile, 

The report gives the following statement as to gross ton- 


| nage hauled over the road : 


Net earnings Richmond & Danville road.............. $497, 934 27 | 
Interest on investMents.........ccecee cecccsssceces 57,485. 14 
RE  okotspie nd Stk den, bane s sea wiseaekedae nies $555,419.41 
Interest on funded and floating debt..... $254.315.16 
Piedmont bonds........ .......+ 60,000.00 











Loss on North Carvlina lease............. 7,778.36 ' 
——_———-_ 322,093.52 | 
oc etree ope dhe th, SET TE ELC TET ETE $233,325.89 
Premium on county bonds sold and on Prop. vied cou- 
Eas Ci saicte nee seepenaas wsieink is 42,541 87 
EET DOCOMMAR. o 0 ois tis bss erareetece aste+ee 3,997.56 | 
On Ran Pera ae aD $279,805.32 | 
Debit eae e. Sept. 30, 1879........ Sos 
Discount on general mortgage bonds.... 
BRUGEY MOLOUR 6c. 0.056055 -csecsices 
. 156,141.35 | 
Credit balance, Sept. 30, 1880 ................. $1: 23, 723,97 | 


Since the close of the year a dividend of 3 per cent. has 
been declared, which was paid Jan. 3, 1881. The amount 
required for this dividend was $115,982. ~ 
President Buford’s report refers to the continued increase 
in earnings, due to the development of lccal business and the 
large gain in through travel and freight resulting from the 
more prosperous condition of the region south of Virginia. 
He also refers to the extent of the company’s connections | 
and the neces:ity of protecting its interests from unnecessary 
competition. For tbis purpose the company has entered 
| into agreements with other Southern lines, under which their 





| ties. 





N. W. 
R. & D. Div. N. C. Div. N. C. 

Engine miles..... ......... 1,014.627 598.330 21,169 
oS errr ere 10,515,891 5.323.424 128,226 
Mile-tons by engines....... 52,080,322 29,981.932 1,000,344 
Mile-tous by cars.... ...... 120,741,827 66,054,627 1,616,349 
Lwads in mile-tons......... 47,020,351 21,221.664 454 "096 
Total mile-tons.... .. 219,852.500  117,258.223 3,070,789 

Per cent. of load to total . 21.6 18.1 14.8 


Equivalent of total at one, 


mile per hour 872,213,419 2,157,502,378 .......06- 


The reports of sane Sinateaty Talcott and Auditor E. 
A. Barber contain much detailed information for which we 
have not space now, but which is of much interest, and not 
often accessible in reports. 

During the year extensive renewals of bridges were made. 
The work of ballasting the track with gravel or broken 
stone was continued. Onthe Richmond & Danville 2,171 
tons of steel rails and 66,610 new ties were used in renewals; 
on the North Carolina 1,010 tuns steel rails, 300 tous iron 
rails and 61,611 new ties, and on the Northwestern 5,274 new 
On the main line from Richmond to Greensboro there 
are 87.75 miles steel track; 76.75 miles heavy iron with fish 
joints, and 24.75 miles old iron with chair joints. 

A new depot at Danville, several smaller buildings and 
several new water stations have been built. Some additions 


| were made to the Manchester shops. and more room and 


tools there are much needed. The General Man 
mates that five heavy ten-wheel engines and 150 
are needed for the business of the current year. 


er esti- 
xX cars 


